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Train Accidents in April. 

The following accidents are included in our record for the 
month of April : 

REAR COLLISIONS. 

On the evening of the 1st a freight train on the Intercolo- 
nial road ran into a preceding freight near Rothesay, N. B., 
doing some damage. 

On the night of the 6th a freight train on the Indianapo- 
lis & St. Louis road ran into a preceding freight near Litch- 
field, Il]., wrecking several cars and killing a tramp, who 
was stealing a ride. 

On the afternoon of the 8th a passenger train on the Hart- 
ford & Connecticut Valley road ran over a misplaced switch 
and into a gravel train standing on a siding in Cromwell, 
Conn., doing some damage and injuringa brakeman. _ 

Very early on the morning of the 12th a freight train on 
the New York, Lake Erie & Western road ran into a pre- 
ceding freight which had stopped for some reason near Shin 
Hollow, N. Y., wrecking the caboose and killing a brake- 
men. The first train sent back a signal, but the other train 
was too close to stop in time. 

On the afternoon of the 19th a passenger train on the 
Chicago, St. Paul, Minneapolis & Omaha road ran into the 
rear of a freight train in Hudson, Wis., doing much damage. 
The freight was trying to get out of the way, and had sent 
out a signal, but not far enough. 

On the afternoon of the 20th a freight train on the Minne- 
apolis & St. Louis Road ran into the rear of a preceding 
freight near Richland, Minn., damaging several cars and 
injuring the engineer. There was a thick fog at the time. 

On the evening of the 20th a freight train on the Denver, 
South Park & Pacific road ran into some cars standing on 
the track near Hilltop, Col., wrecking two cars. 

On the morning of the 24th a passenger train on the 
Louisville & Nashville road ran into some cars which a 
freight train had just pushed off a {siding at- Upton, Ky. 
The engine and two freight cars were wrecked, two cars of 
the passenger train badly broken, and the end of the depot 
knocked down. 

On the 24th a freight train on the Baltimore & Ohio ran 
into a preceding freight near South Chicago, I1., doing some 
damage and injuring a freman. 

On the evening of the 27th a passenger train on the New 
York & New England road ran mto the rear of a freight 
train which was standing on the main track in Hartford, 
Conn., wrecking the caboose and a freight car. 

On the 29th a freight train on the Chicago, Milwaukee & 
St. Paul road ran into the rear of a vard engine in St. Paul, 
Minn., doing some —- and injuring one man. 

On the evening of the 29th a Boston, Concord & Montreal 
freight train ran into some freight cars standing in the yard 
at Concord, N. H. Seven cars were damaged and one was 
upset and badly broken. 

On the 30th a passenger train on the Indianapolis & St. 
Louis road ran into the rear of a freight near Greencastle, 
Ind., damaging the passenger engine and the caboose of the 
freizht. 

BUTTING COLLISIONS. 

Early on the morning of the 7th, on the Union track 
in Indianapolis, Ind., there was a butting collision between 
an Indianapolis & St. Louis freightand an Indiana, Bloom- 
ington & Western switching freight train. Both engines 
and several cars were damaged. 

On the morning of the 8th there was a butting collision on 
the Northern Railway, of Canada, near Barrie, Ont., be- 
tween a freight train and a passenger train which was run- 
ning backward. An engine and several cars were wrecked, 
one man killed and two others burt. 

CROSSING COLLISION. 


On the morning of the 1st a Philadelphia & Erie freight 
train ran into a Philadelphia & ne freight at the 
crossing of the two roads in Williamsport, Pa., wrecking an 
engine and several cars. 

DERAILMENT, BROKEN RAIL. 

On the 25th a freight train on the Montgomery & Eufaula 
road struck a broken rail near Union Springs, Ala., and the 
engine was thrown from the track and badly broken, injur- 
ing three men. 

DERAILMENT, BROKEN WHEEL. 

On the morning of the 7th the caboose of a freight train 
on the Intercolonial road was thrown from the track near 
Truro, N. S8., by a broken wheel and was wrecked. The 
conductor jumped and was badly hurt. 


DERAILMENT, BROKEN AXLE. 


On the morning of the 1st a passenger train on the Frank- 
fort & Kokomo road was thrown from the track near Russia- 
ville, Ind., by the breaking of an axle. 


DERAILMENTS, BROKEN BRIDGE, 


Early on the morning of the 21st a passenger train on the 
Chicago, Milwaukee & St. Paul road broke through a trestle 
bridge over the Meredosia River, near Albany, Iil., and the 
engine and two cars went down into the swollen river, leav- 
ing one car on the track. The engineer and firemen were 
buried under the engine; six passengers were drowned and 
three trainmen hurt. The river was very high, and some 
of the substructure of the bridge was probably carried 
away. 

On the afternoon of the 29th a freight train on the Sa- 
vannah, Florida & Western road broke through a trestle 
bridge at Back Swamp, Ga., and the engine and eight cars 
were piled up in a bad wreck. A brakeman was killed, the 
engineer and fireman hurt. 


DERAILMENTS, SPREADING OF RAILS. 


On the 5th a passenger train on the Lake Shore & Michi- 
gan Southern road was thrown from the tracks near Cleve- 
land, O., by the spreading of the rails. 

On tne afternoon of the 12th several cars of a passenger 
train on the Chicago, Burlington & Quincy road were 
thrown from the track near Durham, Ia., by the spreading 
of the rails. The conductor and four passengers were hurt. 

bout noon on the 21st two cars of a freight train on the 
Minneapolis & St. Louis road were thrown from the track 
near Waseca, Minn., by the spreading of the rails, caused 
by heavy rain. Both cars were wrecked and the road 
blocked five hours. 

On the afternoon of the 23d two cars of a freight train on 
the Missisquoi road were thrown from the track near Shel- 
don, Vt., by the spreading of the rails. 

On the afternoon of the 23d a car of a passenger train on 
the Denver & Rio Grande road ran off the track near Ozier, 
N. M. The car rolled down a bank about 150 feet and was 
completely wrecked, killing eight persons and injuring seven 


spreading of the rails in consequence of heavy rains. 
DERAILMENTS, WASH-OUTS AND LAND-SLIDES. 


On the evening of the 10th a passenger train on the Cen- 
tral Pacific road went into a wash-out near China Gulch, 
Cal. The engine and several cars were wrecked, the engi- 
neer and fireman killed and five others hurt. 

Very early on the morning of the 13th a passenger train 
on the Atchison & Nebraska road ran into a wash-out near 
Atchison, Kan. The engine went down with a car on top of 
it and was wrecked. Two passengers were hurt. 

On the morning of the 17th a passenger train on the Chi- 
cago & Northwestern road ran into a land-slide near Ives, 
Wis., and the engine and two cars were thrown from the 
track and upset, injuring the express messenger badly and 
eight others slightly. , ' 

On the morning of the 18th a-passenger train on the Mil- 
waukee, Lake Shore & Western road ran into a wash-out 
near Port Washington, Wis., and the engine wert down into 
the gap. The engineer was slightly hurt. 

DERAILMENT, SNOW. 

On the 1st a passenger train on the Illinois Central road 

ran off the track in a snow-drift near Hersher, II. 


DERAILMENT, ACCIDENTAL OBSTRUCTION, 


On the night of the 13th a passenger train on the Pennsyl- 
vania Railroad ran into the wreck of two cars. which had 
been thrown over on its track a moment before, in Jersey 
City, N. J. The engine and several cars were thrown over 
against the wall of the cut and badly broken, injuring five 
persons. 

DERAILMENTS, MISPLACED SWITCH. 


On the morning of the 3d a freight train on the Cincin 
nati, Hamilton & Dayton road was thrown from the track 
at Cridersville, Ind., by a misplaced switch. The engine 
upset and was badly broken. 

On the 6th the engine and two cars of a freight train on 
the Canada Southera road were thrown from the track in 
Toledo, O., by a misplaced switch. 

On the afternoon of the 12th the engine of a passenger 
train on the Pennsylvania Railroad was thrown from the 
track by a misplaced switch in Camden, N. J., and upset, 
blocking the road an hour. 

On the 14th two cars of a freight train on the New York 
& New England road were thrown from the track in Spring- 
field, Mass., by a misplaced switch. 

On the 28th five cars of a freight train on the Boston & 
Albany road were thrown from the track at West Brook- 
field, Mass., by a misplaced switch. 


UNEXPLAINED DERAILMENTS. 


On the Ist several cars of a passenger train on the Dan- 
ville & Southwestern road ran off the track near York, IIl., 
and one car was badly broken, injuring two passengers. 

On the afternoon of the Ist a local passenger train on the 
Cincinnati, Hamilton & Dayton road ran off the track near 
Belmore, O., injuring three persons slightly. 

On the morning of the 2d a freight train on the Intercolo- 
nial road ran off the track near Winchester, N. S., and nine 
cars were wrecked. 

On the morning of the 9th a freight train on the Pennsyl- 
vania Railroad ran into the rear of a preceding freight near 
Penn Station, Pa., wrecking four cars. 

On the morning of the 10th several cars of a freight train 
on the New York, Lake Erie & Western road ran off the 
track near Sterling Junction, N. Y., blocking the road an 
hour. 

On the 10th several cays of a freight train on the Wabash, 
St. Louis & Pacific road"were thrown from the track near 
Auburn Junction, Ind., and badly broken. 

On the 1ith a freight train on the Chicago, Milwaukee & 
St. Paul] rcad ran off the track near Genoa, Ill., damaging 
several cars, 

On the morning of the 12th a freight train on the Illinois 
Midland road ran off the track near Herve City, IIl., block- 
ing the road some time, 

On the night of the 12th several cars of a freignt train on 
the Rochester & Pittsburgh road ran off the track near 
Great Valley, N. Y., and six cars were piled up in a bad 
wreck, 

On the night of the 13th acar of a freight train on the 
Valley road ran off the track near Canton, O., blocking the 
road several hours. 

On the night of the 13th the two rear cars of a freight 
train on the Pennsylvania Railroad were thrown from the 
track in Jersey City, N. J., and wrecked, the wreck being 
thrown over onthe other track and causing another acc:- 
dent. 

On the morning of the 14th a car of a freight train on the 
Pennsylvania Railroad ran off the track near Columbus, N. 
J., blocking the road a short time. 

On the afternoon of the 14th several cars of a freight train 
on the New York Central & Hudson River road ran off the 
track near Crane Village, N. Y., making a bad wreck. 

On the morning of the 18th three cars of a passenger train 
of the Wabash, St. Louis & Pacific road ran off the track on 
the St. Louis Tunnel road in St. Louis, Mo. One man was 
badly hurt. 

Very early on the morning of the 19th three cars of a 
freight train on the Illinois Central road were thrown from 
the track and wrecked near Freeport, Il, killing a brake- 
man. 

On the morning of the 19th a passenger train on the New 
York, Lake Erie & Western road ran off the track near 
Pontiac, N. J., blocking the road an hour. 

On the 22d a passenger train on the Brunswick & Albany 
road ran off the track at Little River, Ga., and went down 
a bank into the water, injuring a trainman severely and 
four passengers slightly. 

On the afternoon of the 23d the engine of a passenger 
train on the Delaware, Lackawanna & Western road ran off 
the track just as it was going on the bridge over the New 
York, Lake Erie & Western road at the west end of the Ber- 
gen Tunnel, N. J. The engine broke through the bridge 
floor, but the lower cross-beams of the bridge did not give 
way, although one truss was thrown out of line and the 
bridge was made unsafe, blocking the road several hours. 

On the 26th the engine of a passenger train on the Phila- 
delphia & Reading road ran off the track near Bound Brook, 
N. J., blocking the road two hours. 

On the afternoon of the 28th the engine and one car of a 
passenger train on the Cairo & Vincennes road ran off the 
track near Mound City, LIL, and one man was burt. 

On the 30th several cars of a coal train on the Pennsylva- 
nia Railroad ran off the track near Pennypack, Pa., and 
were wrecked. 

On the afternon of the 30th a car of a freight train on the 
New York, Lake Erie & Western road ran off the track 
near Turners, N. Y., blocking the road an hour. 

BOILER EXPLOSIONS. 

On the morning of the Ist the engine of a passenger train 
on the Pensylvania Railroad exploded its boiler while stand- 
ing at the station in Tyrone, Pa. The engine was completely 
wrecked, the depot and several adjoining buildings badly 
damaged and four persons ly hurt. The force of the ex- 

losion shattered the windows of all the buildings within 

feet or so of the station. 








others, The accident is supposed to have been caused by the : 








On the 28th, as a repair train on the Ohio & Mississippi 
road was standing near Salem, Ill., the boiler burst, tear- 
ing the forward part of the engine to pieces. One man was 
badly burt. ’ 


OTHER ACCIDENTS, 

On the morning of the 18thacar of a freight train on 
the Charlotte, Columbia & Augusta road caught fire near 
Charlotte, N. C., and was partly destroyed. 

On the 28th a car of a freight train on the New York Cer- 
tral & Hudson River road caught fire when near Cranes- 
ville, N. Y., and was destroyed. 

This is a total of 63 accidents, whereby 22 persons were 
killed and 66 injured. Seven accidents caused death, 18 
injury but not death, while in 38 accidents, or 60.3 per cen‘, 
of the whole number, no serious injury to persons is re- 
corded. 

As compared with April, 1880, there is a decrease of eight 
accidents, but an increase of 11 in the number killed and of 
21 in that injured. 

These accidents may be classed as to their nature and 
causes as follows: 


CoLutsIons: 
No cas cctbebbesdanteteretsseseanbeneces . 13 
Butting collisions................ sain anoe ied hehaskenseen ae 
Crossing collision......... babes S, om ae pivhaane bs 1 
—16 
DERAILMENTS: 
re ie pc bnbnn ae due) decternnebabiucenianscecasa 1 
ES nd) ai ab tiie iehabieeeeae avsea . sual 1 
ES SEEN ee Cay py gies 1 
a ae i as uh arn Saaibins k bean 2 
SPORTING OF FOAMS... 0s ecercesccccssscnrscccccccscseccs 5 
Dict i. cuheskbueshusaep cash someheeer bpsdeebabehoked 3 
DEE citbceses astkas el this aces able cactauitek aie) ae 
oil pESUERe  MANid  AENG cSt naeddnend gd ¥ORkesaensonsee 1 
rT IN ss. eka skousenen¥esenbesoneksaka 1 
I ia i555 conckesssndeeskesn aabhieadeewon ae 
NEE tab neikis vrei 626%: a0 bennl.bne- cekazhedaorenwon 22 
---43 
Boiler explosion..... ....... ... + ieatesteboeeariiansobeenset 2 
Car burned while running........ 0 ............. pavaketaaecn. Te 
ae patbienee Ge 


One collision was caused by a misplaced switch ; one by 
fog, and one by neglect to use signals. An unusual number 
of collisions were unexplained. 

There were thirteen accidents due to defect or failure of 
road or equipment ; seven directly to the elements or the 
weather ? 21 to carelessness or defective management, and 
2:2 were unexplained. 

Of the two broken bridges both were wooden trestles, and 
one had had some of its supports washed out by a freshet. 

There were 38 accidents in daylight, 16 at night, and in 
nine cases the time is not definitely given. 

A division according to causes of accidents and classes of 
trains is as foliows: 

Accidents : 

To passenger trains... 


Collisions. Derailments. Other. Total. 
= wes 20 1 21 
Toa pas. anda fireight..... 6 


on ie 6 
23 3 36 


To freight trains.... . 10 ”: 
Total............ 16 43 “4 63 
Casualties : 
eee - 2 20 - 22 
DEES shissdssrassacnn @ 55 5 66 
Totel......... sie a 15 6 88 


The proportion of casualties due to derailments was last 
month much larger than in the other classes of accidents. 

Not much can be said of the month, which is a pleasant 
contrast to the first three months of the year. The average 
for those three months was 1613 accidents or nearly 100 per 
month more than were recorded in April. More might 
have been expected from the wide-spread trouble caused by 
freshets and floods in many parts of the country. Perhaps 
a total suspension of traffic was necessary in many cases 
and the pumber of accidents was thus made less than when 
the disturbance was less serious. It is probable also that 
there was a lighter traffic on very many roads. The col- 
lisions are in unusually small proportion, which is likely to 
result from lighter traffic. It is noticeable that there is no 
report of a train breaking in two, which has not been the 
case for many months. 

Nearly 10 per cent. of the accidents—five derailments and 
one collision—were due to carelessly misplaced switches. No 
mulicious derailment is recorded, although we have heard of 
two or three unsuccessful attempts. The month has alto- 
gether the best record shown for nearly a year. 

For the year ending with April, the record is as fol- 


lows : 
Number 
of accidents. Killed. Injured, 

i Griheskesskbecdtaneageiantskd shew 6 30 107 
Det civessiShat>s oXbeabaeenehenemen 56 15 97 
Dison pee tkesskbahedsnceseesadansenee 78 2 100 
inks knckGctie & patknape sneha Se 49 214 
Ps cteccen snseceensecie Se 1 Es) 54 
a! an a iat ak Nia wig ia a 12 69 137 
inna csc apendine wanwadetek -+--145 40 165 
DES Gisvedatibsshiateces. chowneg 135 29 141 
SG sou cuacondepaens es . 228 ‘ 182 
Scr sxeba wweseee sendnconcwads 149 27 253 
CL Sp chia” oe seecednbiacnt® -aawdwies 115 Hi 177 
Peis ada: Succkh sstevesdebvonnentanine 63 22 66 
Ms vdnancnveinnseseen4 aabeehan 1,364 385 1,673 
Total, same months, 1879-80..... 860 180 644 
- - 1878-79..... 815 208 821 


The number of accidents is over one-half greater, while 
that of killed and injured has more than doubled from the 
previous year. 

The average per month was 114 accidents, 32 killed and 
139 injured, against 72 accidents, 15 killed and 54 injured 
in 1879-80. 

The averages per day for April were 2.10 accidents, 0.73 
killed and 2.20 injured ; for the year they were 3.74 acci- 
dents, 1.05 killed and 4.58 injured. 

The average casualties per accident were, for April, 0.349 
killed and 1.048 injured: for the year, 0.282 killed and 
1.227 injured. 


‘Locomotive Furnace Door, 


The advantages of deflectors over the inside of the furnace 
doors of locomotives do not seem to be fully appreciated 
in this copntry. In Europe they are now very generally 
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used, whereas here it is only in some few cases, and then in 
an experimental way, that they have been tried. 

The engraving represents a form of furnace door devised 
by Mr. Rufus Hill, and used on the Camden & Atlantic, 
which has given good results. It will be seen that it com- 
bines the functions of a furnace door and a deflector, and 
consists simply of a bowl-shaped casting D, hinged at S, in 
the inside of the fire-box over the door opening, so as to 
close the latter when it is swung down. It is operated by a 
lever L, which is attached to a shaft h, fig. 2. The lever is 
placed on one side of the fire-box, so as to be out of the way. 
The shaft h has a short arm f directly over the furnace | 


vide for them many car builders have, perhaps naturally, 
taken advantage of the fact that the sills or floor timbers 
which support the car and its load, and which are braced 
and stiffened against bending by truss rods, body bolsters, | 
cross frame, tie timbers and the floor, extend the length of | 
the car, and they could be used to transmit both the tension | 
and compression strains by connecting directly to them the | 
draw timbers to which the draw-heads are attached. But 
as an end sill is used across the end of the floor timbers, and 
the draw-sticks have to pass below that, the result is that the 
strains do not pass through the draw-sticks and floor timbers 
in a straight line, but around two angles, creating a trans_ 



























































defects in the draw-bars.” If he had included all parts of 
the draw gear in the word draw-bars, the percentage would 
be much larger. It is already large enough to be quite 
suggestive of the question, whether the common mode of 
fastening which I have described is the wisest. 

Two different forms for transmitting the strains through 
the train are in use; that which provides for the first strain 
is the continuous rod running from one draw-head direct to 
the opposite one. The advantages claimed are that the con- 
tinuous rod throws no tension strain upon the car timbers, 
as a pull upon the front end pulls the rear end, which im 
mediately changes the strain from tension at the front end 
































Used on the Camden & Atlantic Railroad, 


door. This is connected by links e with the casting D, so 
that the latter can be moved into any desired position by 
the lever L. The latter is held in different positions by the 
latch m, which engages into notches in a sector n. 

‘When the door is open it occupies about the position indi- 
cated by the dotted lines. The effect is that the current of 
air which enters the furnace door when it is open, instead of 
flowing directly through the tubes, is directed downward 
upon the fire, thus promoting combustion instead of cooling 
the boiler. The position of D can be adjusted by the lever 
soas toadmit any desired quantity of air. The supply of 
air above the fire can thus be regulated at all times. Ex- 
perience has shown that altogether the best plan to admit 
air above the fire is at the furnace door if proper appliances 
are used. The form of door illustrated has been used on the 
Camden & Atlantic Railroad for now nearly three years, 
and is said to be very effective in preventing smoke and 
economical in the consumption of coal. 


Gontributions. 





Draw-Bars and Dead-Woods for Freight Cars. 





To THE EpIToR OF THE RAILROAD GAZETTE : 

The master car-builders are to meet the 14th of June, and 
judging from the various articles I have read published in 
different railroad papers, part of the business of the meet- 
ing will relate to some practical way of securing uniformity 
in car construction. Two years ago the master car-builders 
adopted the following resolution: That the length for a 
standard draw-bar from end of head to the first follower 
plate be 28 in., and that the width and the depth at the outer 
yoke or carry-plate be each 6 in.; yet to-day there are 
few roads in the East that use those dimensions, and there 
are some car-builders who have even forgotten that there is 
astandard. The reason for this general indifference is prob- 
ably found in the prevalent belief that it is almost impos- 
sible to get uniformity in draw gear as long as builders hold 
d.fferent opinions as to the proper construction to be used to 
provide for the different strains arising when cars are con- 
nected together in a train. 














































































































FIG. 1. 
LOCOMOTIVE FURNACE DOOR 
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FIG.2. 


verse or tearing strain both up and down on the connection. 








In pulling, the tendency is to force the inner end of the draw- 
sticks down and the outer end up; in compression the outer 
end is forced down and the inner end up. The result is the 
bolt holes work large, the bolts become bent, and the tim- 
| bers, being weakened by the numerous bolt holes and the 
| framing, gradually split; and asthe full force of both the 
| tension and compression strains comes directly upon them and 
| all the connecting springs, bolts and followers, the result is a 
| vast quantity of breakages, necessitating small but trouble- 
| some repairs. 

The Railroad Gazette of April 29 reports Mr. Garey as 


The principal forces opposed to the life of draw gear are | saying that “ fully 50 per cent. of all the cars cut out of 
wo, first a tension and second a compression strain. To pro-| trains for repairs in the Albany yard were rejected for 





Designed by Rufus Hill, Master Mechanic. 


| to compression at the opposite end; and that the amount of 


strain the car receives is also greatly lessened, as there is 
only exerted enough compressive force to start one car, 
the tension strain needed to start the train 
being entirely transmitted by the continuous 
rod direct from draw-head to draw-head. This form of con- 


| struction is in use on several of the large roads and isadopted 
| as a standard on the Baltimore & Ohio, and most of the rail- 
| road companies using it appear to be working for its general 


adoption upon their own cars, perhaps not so much hereto- 
fore on account of its perfect construction as from the fact 


| that it is the correct principle. A plan whith provides for 


the second strain or compression, we find on the Pennsyl- 
vania road, which takes advantage of the fact that the floor 


| timbers are well braced against bending and can stand any 
| amount of compression, and as they extend the entire length 


of the floor of the car with a sill across the end, a construc- 
tion is used which consists of blocks called dead-woods, bolted 
to the end sill on each side of the draw-head, which, practi- 


| cally, extends the length of the floor timbers out nearly to 
| the face of thedraw-head. The advocates of this form claim 


that as the floor timbers in the common method have to re- 
ceive both the tension and compression strains and transmit 
them without any sign of weakness except at the parts where 
the draw timbers are fastened, if most of the strains were 
removed from the draw-sticks and came through the dead- 
woods and end sill to the ends of the floor timbers in the line 
of their length, they could be considered perfectly braced 
against bending as short pillars, and as timber used as a post 
is in its strongest and most natural position, that they would 
be practically indestructible. - 

They further claim that as with dead-woods the com- 
pressive strain is transmitted through the whole train in 
a straight line, there is no tendency when receiving a heavy 
shock to throw any of the cars out of line, and, except in 
the improbable case of the actual crushing of some of the 
floor timbers, thera can be no harm done; but that when 
the strain passes through the draw timbers, as is the case 
where dead-woods are not used, necessitating a crooked 
course, there is always a tendency in compression either to 
force the draw-sticks down or else to raise up the centre of the 
car and allow or rather cause them to telescope, or else 





throw them from the track. 
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So apparent are the defects of the common form that 
the master car-builders of the United States in convention 
at Springfield, Mass., May 15, 1867, feeling the necessity 
for an improvement, unanithously adopted the following 
resolution : i 

“That the common method of allowing the point of 
contact, at which compression is received on our 
passenger trains, to be some distance below the line of 
effective resistance to such force is wrong in principle, 
and we respectfully recommend to our r tive com- 
panies the propriety of adopting such a method of construc- 
tion in the details for coupling the cars of passenger trains 
as shall obviate such difficulty.” 


The question naturally arises, if that construction was 
wrong for passenger cars in the year 1867, why is it not 
wrong for freight cars now. That itis known to be wrong 
by some is apparent from the fact that most of the roads 
located in mountainous districts, involving heavy grades 
upon the line and necessitating the use of a locomotive to 
assist heavy trains over a steep-grade by pushing the rear7 
end of the train, have adopted dead-woods from necessity, as 
they found that without them that the constant pounding 
and jerking which is unavoidable with pushers would soon 
teara car to pieces; and that dead-woods make a car 
stronger to resist compression is often shown on a road 
hauling cars of all kinds in one train; for in a wreck we 
often find the car with dead-woods uninjured, while the cars 
on either side of it, which were without them, will be broken 
up or thrown from the track; and the advocates of dead- 
woods say that this form of construction can be readily 
adapted to all present forms of cars with but very little ex- 
pense or trouble, simply removing the two buffer blocks and 
in their stead bolting on four dead-woods. 

That the great distance between the ends of the running 
boards on the top of opposite cars, which the use of buffer 
blocks necessitates, is of great disadvantage and danger to 
brakemen in passing over the train, is shown by the follow- 
ing resolution, which was adopted by the Master Car-Build- 
ers’ Association, at the thirteenth annual convention : 

‘* That the running boards be not less than 18 in. wide and 
Lin. thick, the ends of which are to project 51, in. outside of 
the boarding, the projections to be supported by two braces 
made of 114 in. by 114 in. iron.” 

Advocates of the use of dead-woods say that the removal 
of the buffer blocks, thus allowing the draw-head to be set 
back between the dead-woods, would reduce the space be- 
tween the ends of the running boards the same distance as 
the projections, and would be much better and more effec- 
tual than the narrow board in preventing a brakeman from 
ever falling between the cars. 

Both these forms of construction, the continuous draw- 
bar and the dead-woods, have not to my knowledge been 
adopted on any one road. The former, although used on sev- 
eral lines; is only a standard on the Baltimore & Ohio, while 
the latter, although the universal form in Europe, in this 
country is only used on the Erie and roads in the state of 
Pennsylvania and lines intimately connected with the Penn- 
sylvania system, and yet there can be no doubt but that by 
their use the life of a car can be greatly lengthened, for as 
the draw-springs, in either pulling or pushing, with both 
these forms of construction are only strained sufficiently to 
start one car, they cannot be injured, and will last much 
longer; so with the draw timbers, the bolts which 
connect them and the followers; in fact, all parts 
would be improved by their use. With all these advan- 
tages it would seem that there must be some objection 
in the minds of car-builders connected with their use to 
prevent their adoption against the continuous bar. I find 
in the report of the Car-Builders’ Association meeting at 
Detroit the following objections raised by Messrs. Mileham, 
Adams and Campbell,that the bars were very liable to become 
bent, and that when bent they were very difficult to remove 
from the car to repair; but the Baltimore & Ohio Railroad 
Company do not find any trouble of this kind; and from the 
fact that the New York Central, Lake Shore, Boston & 
Maine and other roads are extensively equipping with the 
Continuous Draw-Bar Company pattern, we judge that they 
have overcome all difficulties of construction. Against dead- 
woods I have heard two objections. The first does not apply 
to the large wooden block, but only to the iron castings 
which are held by one bolt through the centre. If 
through carelessness of inspectors the nut is allowed to 
work off from the bolt, the dead-wood is liable to 
fall to the track, and a _ run-off is the almost 
certain consequence, but if the 1ron one were secured in the 
manner that the wooden blocks are now it would overcome 
this, so that it could hardly be considered an objection. The 
second and principal obstacle to their use, I think, has been 
the cry that they are dangerous. This has been carried to 
such an extent thatin the West dead-woods are generally 
called man-killers, and I must admit that the danger is ex- 
cessive, but should not that rather be an incentive to the car- 
builders to find some way of preventing the dangers rather 
than to abandon the style of construction which is the 
cheapest for car owners, 

‘The tendency of managers at the present time is not only 
to increase the size of the car but to increase the number of 
ears ina train. Large consolidation engines are coming into 
use throughout the country and the economy of using help- 
ing engines to assist a large train over a heavy grade has 
been thoroughly demonstrated, and yet the heavy cars, the 
powerful locom otive and the pushing engine, which are all 
used from grounds of economy, are pounding the rolling 
stock to pieces and increasing the expenses. With these facts 
in view should not dead-woods receive at least a thorough 
and careful examination by all car-builders at the coming 
convention before being condemned as undesirable. 

And there is the question of uniformity which it may be 


we 





easy enough to secure on any one road or on any system of 
roads controlled by one management, but tosecure univer- 


sal uniformity, which will give the greatest advantage, a 
standard should be selected that does not depend upon any 
hobbies of builders, but one which can be supported by logi- 
cal arguments and thorough demonstrations, and have true 
merit, so that it can fight its own battles. To secure this 
standard, car-builders must each make concessions of their 
prejudices to all true arguments of others. Probably one- 
third of the cars in this country are equipped with dead- 
woods, and as the roads using them, which have had experi- 
ence and know their advantages in decreasing the cost of 
repairs of cars, will hardly be induced to give them up, it 
only remains for the other roads to adopt in the interests of 
uniformity and economy that construction which can be 
shown is the best. G. F. A. 





The Late Thomas A. Scott. 


Col. Thomas A. Scott, who was reported better Wednes- 
day of last week, suffered a relapse Thursday, and sank 
gradually until 9 o’clock Saturday evening, May 21, when 
he died. The following sketch of his career we take from 
the Philadelphia North American: 


Colonel Scott was born in Loudon, Franklin County, a 
small village on the Chambersburg and Pittsburgh turnpike, 
Dec. 28, 1824. In this place he passed his boyhood. H: re- 
ceived a good education. After he retired from sckool he 
continued to study, so that when he began his struggle with 
the world he was well grounded in theoretical knowlec ge. 
His father was a man of some means, who was well known 
in the section in which he resided. Among other occupa- 
tions of his father was that of making the well-known Lou- 
don whips in use by the Conestoga wagoners in their jour- 
neys over the rugged Allegheny passes. On the first of 
August, 1841, deceased received an appointment as clerk to 
the collector of tolls at Columbia, where freight was trans- 
ferred from the state canals to the Philadelphia & Columbia 








Railroad. His skill in accounts and_ uprightness 
soon won him the regard of his employers, who, 
in recognition of his usefulness, in 1847 made 


him chief clerk to the collector of tolls on the state main 
line in this city, in which capacity he was intrusted with the 
supervision of the records relating to the passenger and 
freight traffic between this city and all local and through 

ints westward. Additional opportunities were thus 
afforded for gaining an insight into the transpertation system 
of that period. Colonel Scott was at this time receiving the 
meagre salary of less than fifty dollars per month, but 
nevertheless considered that sum sufficient to warrant him 
in taking a wife. The Pennsylvania Railroad was then 
being constructed, the division extending from Harrisburg 
to Lewiston, 61 miles, being opened for business in connec- 
tion with the canal and turnpike Sept. 1, 1849. It was one 
year later, when the line was opened to one mile east of Holi- 
daysburg, that Colonel Scott first took service with the 
Peunsylvania Railroad Company, having received the ap- 
pointment of station agent at Duncansville, the point where 
freight and passengers were transferred from the state line 
to the Pennsylvania road. 

SUPERINTENDENT OF THE WESTERN DIVISION. 

Shortly after taking the position, an incident occurred 
which had considerable to do with his being given the super- 
intendency of the Western Division. 

It was one of his duties to see that all regulations relat- 
ing to the transfer of freight and passengers from the state 
line should be strictly obeyed, and a Southern merchant 
proceeding eastward undertook to defiantly disregard one 
of these rules, despite the most urgent entreaties and re- 
monstrances, when young Scott, in the last extremity, used 
the degree of force necessary to compel obedience. This ac- 
tion was regarded by the merchant as a deadly 
insult, for which he _ threatened dire vengeance, 
and, in pursuance of this threat, when he reached 
Philadelphia he proceeded to the office of the 
company and made complaint to its President, then Col. 
William C. Pattersor, in the expectation that he would se- 
cure the summary dismissal of the offender. The company 
concluded, however, that men who would faithfully and 
fearlessly execute proper orders were more worthy of pro- 
motion than disgrace, and Col. Scott was soon afterward 
appointed, partly on account of the zeal he had displayed in 
this instance, and partly on account of his recognized ability, 
to the position named. 

He kept the place until 1858, when the entire line passed 
under his control as superintendent. As an evidence of the 
esteem in which he was heid, the board of directors in their 
report of that year said: ‘*Thomas A. Scott has been con- 
nected with the transportation Cepartment since its organ- 
ization, and has acted, since the operations of that depart- 
ment were extended beyond the mountains, as Superinten- 
dent of the Western Division. From the successful adminis- 
tration of the duties heretofore confided to him the Board 
has entire confidence that the high reputation of the road for 
safety and the dispatch of its business will be fully pre 
served.” 

His duties as Superintendent of the Western Division made 
him well acquainted with al] the mechanical details of rail- 
way operations, the nature of the industries and interests 
along the line, the men in its service, the prominent citizens 
of all classes, and the increasing needs of the growing trans- 
portation movement between Pittsburgh and all Western 

»oints, which formed the basis of the through trattic on the 
enusylvania Railroad. The importance of this business to 
that company was greatly increased ashort time before 
Colonel Scott was made General Superintendent, by the fact 
that in 1857 the company purch from the state the main 
line of railways and canals, which had formerly been to 
some extent a competitor, and the entire future of the Penn- 
sylvania Railroad, theretore, depended in a large degree 
upon the success that attended its efforts to render 1ts com- 
bined system a favorite avenue for commercial intercourse 
between the Mississippi valley and the Atlantic seaboard. 


THE VICE-PRESIDENCY. 


Colonel Scott’s next step in the line of promotion was bis 
election to the vice-presidency of the road, which occurred 
March 4, 1860, succeeding B. Foster, Jr., who died earlier in 
the year. 

In his new capacity, Colonel Scott proved particularly 
useful in securing an amicable adjustment with the state 
government of serious complications that had arisen in con- 
sequence of an adverse judicial interpretation of the act 
under which the Mage 8 Railroad Company had 
become the purchaser of the main line. This decision im- 
posed upon the company an onerous tax on freight, not- 
withstanding a provision in the law authorizing the sale of 
the works which relieved the company from such taxation. 

When the war broke out, Colonel. Scott was called by 
Governor Curtin to take charge of the transportation of 
troops through the state, and on April 22, 1861, when rail- 
way connections between Washington and the north had 

n. General Simon Cameron, of War, 
tel him in the following manner: “ depart- 
ment needs at this moment a man of great energy and 





decision, with experience as a railroad officer, to keep open 
and work the Northern Central road from Harrisburg 
to Baltimore for the purpose of bringing men and munitions 


to this point. You are, to my mind, the proper man for 
this action and this duty. Will you report to me 
to-morrow morning?” Colonel Scott did report 


as requested, and soon completed a_ line by - way 
of Annapolis to this city, and the East and North. 

This remarkable success led to his appointment as Colonel 
of the District of Columbia volunteerson May 3, 1861, and 
on’ May 23, to the issue of an order by General Cameron, by 
which he was appointed to take charge of all government 
railways and telegraphs, and those appropriated for govern- 
ment use, coupled with the announcement that “all in- 
structions in relation to extending roads or y mea the 
same on government account must emanate from his de- 
partment.” 

MADE ASSISTANT SECRETARY OF WAR. 

On Aug. 1, 1861, he was appointed Assistant Secretary of 
War, and made an official tour of the West and Southwest 
for the purpose of ascertaining the condition of the different 
camps, the facilities for transporting troops and other mat- 
ters of vital importance to the army and the government. 

On June 1, 1862, he resigned his position as Assistant 
Secretary of War and resumed his duties as Vice President 
of the Pennsylvania Railroad Company. Secretary Stan- 
ton, in a letter of that date addressed to Colonel Scott, bore 
his emphatic testimony to his usefulness: ‘‘It is proper for 
me to express my entire satisfaction with the manner in 
which you have discharged your duties during the whole pe- 
riod of our official relations. Those duties have been confi- 
dential and responsible, requiring energy, prudence and dis- 
cretion, and it gives me pleasure to say that to me you have 
proved to be in every particular an able and faithful assist- 
ant.” Colonel Scott’s connection with military transportation 
did pot cease with this resignation. At the time of the bat- 
tle at Antietam a great scarcity of ammunition ex- 
isted in the Union camp, and to hurry forward supplies dur- 
ing a critical exigency Colonel Scott took personal charge 
of and accompanied a train of cars loaded with powder. 
While telegrams from the front were — in vivid lan- 
guage the necessity of dispatch, and the train was being 
urged forward as rapidly as possible, hot boxes were noticed 
on some of the cars, but as the destination was nearly reached, 
a halt, which might have proved fatal to important army 
operations, was forbidden, despite the formidable danger to 
the train which had been developed, and the powder cars ur- 
rived at the point where they were needed with blazing 
wheels. It was also largely due to the exertions of Colonel 
Scott that Lee’s movement into Pennsylvania was checked 
at Gettysburg. 

In September, 1863, he was again formally pressed into 
the nationai service, being appointed Colonel and Assistant 
Quartermaster, and assigned to duty on the staff of General 
Hocker. The particular task with which he was intrusted 
was the forwarding of troops to that officer over railway 
lines leading from Louisville to Nashville, and from that 
point toward Chattanooga. He was authorized to take pos 
session of any road, or the property of any road, in cases 
where the discharge of his duties required such action. 
Armed with these powers, he forwarded Hooker’s and 
Howard’s corps to Chattanooga with wonderful rapidity, 
utilizing old railways and constructing new ones, repairing 
damages, devising expedients in novel emergencies, and 
bringing order out of chaos so eifectively that fifty thousand 
men and the needful equipment and supplies were safely 
transported to the advanced point where they were needed 
in a remarkably brief period. 

This service ended his official participation in the affairs 
of the government, and he again devoted his entire attention 
to the Pennsylvania Railroad Company. From that time 
forward the road began to develop a very rapid growth, 
finally culminating in the formation of a comprehensive 
railway system possessing numerous ramificaticns in dis- 
tricts beyond this commonwealth, As all American railways 
had previously been built under charters granted by state leg- 
islatures, the work of consolidating lines located in adjacent 
states involved the mastery of numerous difficulties, and 
Colonel Scott’s skill in conducting negotiations with the 
officers and owners of these roads, in baffling the schemes of 
rival mo nagers, in superintending intricate legal contro- 
versies and in procuring needful legislation, was often called 
into requisition. 

PRESIDENT OF THE PENNSYLVANIA COMPANY. 

Additions to the mileage owned and controlled proceeded 
so rapidly that in 1871 it was considered desirable and 
necessary that a special company sbould be created for the 
direction of all the Pennsyivania Railroad lines west of 
Pittsburgh, with a single exception, and of this important 
organization, styled the Pennsylvania Company, Colonel 
Scott was at the outset made President, a position he filled 
for a number of years, in addition to acting as president of 
a number of other affiliated organizations. 

Prior to the war the project of constructing a 
Pacific railway had been discussed, and it was thought 
a Southern route would prove the most desirable. 
The carrying out of this idea was nen sec- 
tional hostilities, but when peace had been restored, and 
the completion of the Union and Central Pacific rail- 
ways had established direct communication across the con- 
tinent over the central route, attention was again directed 
to the Southern line, and Colonel Scott was selected as 
President of the Texas & Pacific.* Entering into this project 
witb characteristic energy, he visited Texas and Califorma 
in 1872, organized a system under which very active opera- 
tions were commenced, initiated negotiations which encour- 
aged the belief that all the money needed to defray the large 
expenditures authorized could readily be procured from 
foreign capitalists, and after work was vigorously progress- 
ing along the line, proceeded to England to complete the pend- 
ing financial arrangements. Meanwhile he freely = 
his individual credit, in conjunction with a few of his leading 
associates, to procure the large sums required to meet cur- 
rent expenditures. Aiter arriving in London the arrange- 
ments for negotiating the proposed loan were woe nary | 
completed, when the Jay Cocke fai-ure of September, 1573, 
destroyed all prespects of procuring material aid for any new 
American railroad enter prise, and even endangered the solv- 
ency of substantial old lines which had assumed heavy obli- 
gations, and Colonel Scott was unable to promptly pay his 
Texas & Pacific notes. Under these circumstances he sum- 
moned his leading creditors, explained the situation, gave 
them a list of bis assets and proposed an immediate trausfer 
of all his property to them. He also contemplated the resig- 
nation of all his railway positions. But neither of these 
suggestions was entertained for a moment by the parties to 
whom they were addressed. His creditors insisted upon his 
personal and unhampered administration of his own affaii 
feeling confident that time only was required to insure a tul 
discharge of his personal indebtedness, and the wisdom of 
this course was fully vindicated by subsequent events. 

Col. Scott brought the Pennsylvania road safely through 





* The North American does not mention the fact that Colonel 
Scott was Prexiden. of the Union Pacific from March 1871, to 
March 1872, or bis connection with numerous other raili oad cor- 
porations about the same time, such as the Kansas Pacific, the 
St. Louis, Kansas City & Northern, the Denver & Rio Grande, the 
Southern a oe, Co., the Davenport & St. Paul, and 
others.—Ep1ToR OAD GAZETTE}, 
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the panic of 1873, and upon the death of John Edgar Thom- | However, the forward engine struck an Adams express car, 
son he was chosen President at an election held May 27, | standing on the track opposite the Red Lion Hotel, running 
1874. When the railway riots of 1877 broke out, he again | under it and lifting it off its rear trucks, but this still failed 
roved himself equal t> the emergency. He established his | to stop the moving mass, until they struck passenger engine 
eadquarters at that important railroad centre—West Phil- | No. 189, which was standing down the track waiting to take 
adelphia—and while doubts and dangers thickened in every | the train east. Fortunately no one was hurt in these two 
quarter, gave new proofs of his executive capacity which | collisions, which seemed almost miraculous to those who wit- 
amazed men who had long been familiar with his readiness | nessed the accident. The end of the express car was 
in grappling with difficulties and untangling formidable | considerably stove up, and the water-tank of engine 
complications. He had a prompt answer for every question, | No. 189 was bursted, but the most damage was done 
whether it related to the movement of troops, the suppres-|to the forward engine of the Cincinnati express. 
sion of mobs, the repair of damages or the proper action of |The stack was knocked off and the headlight jammed 
railway or governmental officials. | back against the bell, and things about the front end of the 
His working capacity seemed to have had no limit, and | locomotive, which had run under the express car, looked 
during the thirty years of his connection with the road it | pretty scaly generally. The bumper on the engine next to 
expanded froma line scarcely more important than those | the train was dislocated, but that was about ali the damage 
now possessed by hundreds of existing railway companies | sustained by it The passengers felt like congratulating 
into an organization that operated and controlled nearly | themselves on their escape from something worse than a 
seven thousand miles of main line of railways and canals, | good shake-up, though but few of them knew of the danger 
extending to and through a dozen states. Continued over- | until it was all over. One passenger. however, who realized 
work in the interest of the company finally compelled him | the state of affairs, jumped off at the depot, and was fortu- 
to seek rest abroad in the hope of regaining his shattered | nate enough in not breaking his neck. The accident was 
health, and he returned somewhat improved. On May. 1, | wholly unavoidable and was one of the unforeseen events in 


1880, however, he tendered his resignation of the positions 

of President and director of the organization in the following | 

letter, which he forwarded to a meeting of the Board of | 

Directors held on that date: 
‘ RESIGNATION, 

“To the Board of Directors of the Pennsylvania Ruilroad | 
Company.—Gentlemen : After a service of nearly thirty | 
years with the company, I find it necessary to tender iny | 
resignation as its President and as one of its directors, to 
take effect June 1. I do this only because | am assured by 
my physician that it is indispensable to a possible restoration 
of my heaith that I should be relieved from the cars and re- 
sponsibilities inseparable from the position. 

“*T had hoped to continue in the service of the company 
during the residue of my life, but under the advice referred | 
to this is no longer practicable. 

“Tt has not been without much careful thought that I have 
reached this conclusion, as the one best not only for myself, | 
but for the interests of the company, as I feel that the duties 
of your chief executive can only be properly performed by | 
one in thoroughly strong health, and able himself to act | 
promptly and efficiently in all emergencies that may arise. | 

‘*T need not say with what keen regret I sever relations 
which have extended through nearly two-thirds of my life, 
and whieh have associated with them the most gratifying | 
recollections of faithful support and adherence to the inter- 
ests of the company on the part of those in every depart- | 
ment of the service with whom I have been officially or 
otherwise connected. 

“Tn resigning the trust with which the shareholders and | 
board have honored me, I feel sure that the property will be 
safely and wisely administered by those who may be my suc- 
cessors. And [ can only add, that with its present high 
standard, both physically and financially, a faithful adber- 
ence to the conservative pclicy set forth in your last annual 
report will, in my judgment, bring about results that can- 
not but be satisfactory to the management and gratifying to | 
the shareholders. If I can aid at any time to advance such 
results it will give me very great pleasure to do so. 

“T beg to return my thanks to each and every member of | 
the board, and to the officers and employés of the company | 
for the earnest and kindly support which I have received | 
from them in the performance of the duties that have ce 
vo:ved upon me.” 

HIS RESIGNATION ACCEPTED, 

No action was taken upon the letter at that ‘time, but 
subsequently his resignation was accepted, and First Vice- 
President George B. Roberts selected to fill the vacancy. 
Colonel Scott then had at least some of that relief from toil 
so urgently demanded by the state of his health and the 
advice of his physicians. Preferring todo good during his 
lifetime, with the means at his command, rather than dele- 
gate that office to his executors, he recently donated $50,000 
to Washington and Lee University at Lexington, Va., and 
in March last gave away a fortune to prominent hospitals 
and educational institutions. The aggregate amount 
of these donations reach about $200,000 and they 
have been bestowed upon Philadelphia institutions, 
with one exception. The gifts are as _ follows: 
To the Orthopoedic Hospital, $30,000; Jefferson Medical 
College, $50,000 ; University of Pennsylvania, $50,000 ; 
Episcopal Hospital (for the children’s ward), $20,000. The 
gift to the University has been applied by the trustees to the 
endowment of the chair of mathematics, now filled by Pro- 
fessor Kendall. The donation to the Jefferson College will 
be applied also in the direction of a professorship endow- 
ment. In April of the present year he disposed of his entire 
stock in the Texas & Pacific Railroad, viz.: 40,000 shares at 
$60 per share, aggregating $2,400,000, a block large enough 
to control the balance of power upon any question that might 
arise where a division would be likely to occur. 

Colonel Scott was twice married, his first wife having 
been the daughter of General Stewart, of this city. the 
died over twenty years ago. As the fruits of this marriage 
there are living James P. Scott, the eldest son, who was as- 
sistant to his father in the Texas & Pacific Railway, and 
Mrs. Howell Buckley, of this city. About 1862 Colonel 
Scott married Miss Anna Riddle, of Pittsburgh. They have 
had two children, Edgar Thomson, eight years of age, and 
Mary, six years old. 


| 


Master Mechanics’ Association. 

The following circular has been issued: 

To Master Mechanics and Railway Managers: 

At the second day’s meeting of the Master Mechanics’ Asso- 
ciation, which will convene in Providence, R. I., June 14, 
the Standing Committee will report on subjects for discus- 
sion at the succeeding annual meeting, and it is earnestly re- 
quested that members and others interested will favor the 
committee with a list of subjects such as may be appropriate 
and that they may desire to have investigated. All commu- 
nications should be addressed to 

JAMES Boon, Chairman, Fort Wayne, Ind. 


A Runaway Train 





On Monday night, as the Cincinnati express. due in this 
city at 9 o’clock, was coming down the mountain with two | 
engines, the Westinghouse air brake failed to work properly 
about a mile west of this city. This rendered the engineer 
unable to control the momentum of the train on the down 
grade, and, instead of the engines drawing the train, as is 
usual in railway operations, the cars in this case were push- 
ing the engines—668 and 258. As the unchecked train of 12 
cars entered the city limits, flying at the speed of 25 or 30 
miles an hour, the engineers <alled for ‘‘ down brakes” and 
reversed their engines, but the momentum was too much for 
them, and, unfortunately, one of the locomotives 
blew out a steam chest opposite the baggage room 
and thus lessened the chances of stopping the runaway 
rolling stock. The continued whistling of the 

nes had attracted the people around the depot, 
a when the train went like a flash under and out 
from the depot shed the crowd was considerably excited. 
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railroading for which no one can be held responsible. The 
train crew did all that could be done under the circum- 
stances and not a man flunked.— Altoona (Pu.) Sun, May 20. 


ANNUAL REPORTS. 
The following is an index to the reports of companies 
which have been reviewed in previous numbers of this vol 
ume of the Railroad Gazette : 
Page. 
Alabama Great Southern...... 286 
Atchison. Topeka & Santa Fe .. 227 
Boston, Hoosac Tun. & West.. 12 
Boston & Lowell 27 
Bur , Cedar Ravids & No ..105, 120 
Cairo & St. Louis.......... eeneee 228 
Canadian Railroads ... ooo B30 
Cape Fear & Yadkin Valley.... 223 
Central Iowa 164 
Central. of New Jersey 
Charlotte, Col. & Augusta..... 2 
Chicago & Alton..... ...... 183, 15 
‘hi., Burlington & Quincy 
Chicago, Mil. & St. Paul........ 
Cincinnati Southern oere 
Cleve. Col., Cin. & Ind......2 
Consolidation Coal Co 
Dayton & Union 


Ligonier Valley 

Little Rock & Fort Smith. . 
Long Island oe 
Louisville, New Albany & 
Maine Central 

Marietta & Cincinnati 
Michigan Central... .. 
Midland, of New Jerse 
Missouri Pacific ° 
New Haven & Northampton... 

N. Y., N. H. & Hartford 1 
N. Y., Pennsylvania & O.,176, 181 
N.Y.State R’roads. 28, 44,6), 106, 152 
Northeastern (S. C. 27 
Northern Central.... 

Ohio & Mississippi 

Panama.... ‘cat 

Pennsylvania & New Y 
Pennsylvania Railroad.... 
Pensacola & Perdido...... 

Phila., Wil. & Baltimore.. 

Pitts. & Castle Shannon... 

Pitts., Cin. & St. Louis. 

Pitts. & Lake Eri 

Pitts., Titusville & Buffalo...... 
Port Royal & Augustu......... 
Prince Edward Island.. 
Richmond & Danville 

Rome, W’town, & Ogdensburg. 44 
St. Johns. & Lake Champlain. 23% 
St. Louis, Iron Mt. & Southern, 120 
St. Louis & San Francisco 12 
Sandy River 

South Carolina 

Troy & Boston ... 

Union Pacific 

Utah Southern........ 

Utica & Black River.. 

Wabash, St. L. & Pac 
Wilmington & Northern....... 28 
Worcester & Nashua......... 


Morris & Essex. 


Chi. 


Del. & Hudson Leased Line: 
Del., Lack. & Western 
Delaware Western... 
Denver & Rio Grande 
Eureka & Palisade 


Har. & San Antonio 
xeorgia R. R. & Banking Co.... 
Grand Trunk 
Great Western, of Canada..... 235 
Gulf, Col. & Santa F 15 
Hannibal & St. Joseph......... 
Illinois Central 76 
Indiana, Bloom, & West 
Intercolonial.... 
Jeff., Madison & 
Kentucky Central...........0008 
Knox & Lincoln 
Lake Shore & Mich No.. 
Lehigh Coal & Nav. Co, ........ 
Lehigh Valley 


This company owns a main line from Hoboken, N. J., to 


| Phillipsburg, $3.68 miles, and the Boonton Branch, a loop- 


line from Bergen Junction to Denville, 34.54 miles. It leases 
the Newark & Bloomfield, a branch from Roseville to Mont- 
clair, 4.25 miles, and the Chester Railroad, from Junction 
to Chester, 10 miles. The total mileage owned is 118,22; 
leased, 14.25, and worked, 132.47 miles. The whole pro- 


perty is leased tothe Delaware, Lackawanna & Western | 


Company. 
The following statements are from the report made to the 
State Comptroller of New Jersey (the only report the com- 
pany makes) for the year 1880, 
The capital account is as follows: 
Stock ($126,882 per mile owned) 
Bonds ($170,216 per mile) : 


‘ . » $15,000,000 .00 
sea - 20,1:23,000.00 


Total ($297,098 per mile) ... $35,123,000 .00 
Cost of road ($186.832 per mile) . 
Equipment ($106,780 per mile)... 

34,710,864 .54 


Balance, sundry assets and accounts i $412,135.46 
The total cost of the property reported is $ 2 per 
mile, making the road one of the most costly in the country. 
The company owns, however, very valuable terminal prop- 
erty on the Hudson at Hoboken, and on the road there are 
the long tunnel through Bergen Hill and other very ex 
pensive works. The equipment is very large. There was no 
change in stock or bonds, but an increase of $275,556.56 in 
cost of property. 
The earnings for the year were as follows: 
1880. 1879. Ine. or Dee. 
$965,836.06 3 72.7 
2,645,680.80 3: 
212,133.43 


Passengers 
Freight.... 
Other 


352.29 


5459.08 


Total 
Expenses... t ‘ 
Net earn.$1,446,193.21 D. $113,162.63 
Gross earn. per 
mnile.. eS 
Net earn. 

RS 
Per cent. of ex 

penses... .... 62.18 55.64 I 6.54 iat 

The increase in earnings was considerable, but was less 
than the large increase in expenses. This was to be expected, 
when the general rise in prices of labor and materials is con- 
sidered. Coal rates, however, stould have been better last 
year, prices having been generally higher. 

The rental being 7 per cent. on the stock and bonds, the 
result to the lessee was as follows: 
Net earnings . 

Interest on bonds 
Dividends on stock 


28,864.29 26,535.01 1. 2,529.28 
per 
10,917.14 11,771.40 


dD. $54.26 


$1,446,193.21 


1,050,000 


458,610.00 


Loss on the lease.... sig Nite emgnth idee ane $1,012,416.79 

Iu 1879 the loss reported was $900,701.82. The net earn- 
ings, after deducting interest ou the bonds, amounted to 
about 0.25 per cent. on the stock, the surplus over interest 
being only $37,583.21. The road, however, is a necessity to 
the lessee, especially as its terminal facilities could not now 
be duplicated. 


Concord, 


This company owns the Concord Railroad, from Nasbua, 


N. H., to Concord, 35 miles ; the Hooksett Branch, 7 miles, 
al 
leases the Concord & Portsmouth road, from Manchester, 
N. H., to- Portsmouth, 40.5 miles, .and the Suncook Valley 
road, from Hooksett to Pittsfield, 
miles owned and 121 worked. 
Acton & Boston road, but its earnings are not included. 


id the Manchester & North Weare road, 19 miles. It 


19.5 miles, making 61 
It also leases the Nashua, 


Part of the business is done under a- joint verbal agree h 
ment with the Manchester & Lawrence penconggeon 

The fortieth annual report is for the year ending March 
81, 1881. 

The gencral account is as follows : 
Stock ($24,590 per mile)........ .. 
Det. and contingent. 
Interest hte 
May dividend 
Unclaimed dividends. ... 


00.00 
0,596.25 
73,081.62 
75,000.00 
2,565.50 


eens $1,761,243.37 
. -81,500,000,00 
51,507.72 
11,534.19 
173.61 
63,060.00 
134,967.85 


Total.... 

Construction 
Rindge’s wharf. . 
Manchester & No 
Mt. Wasbington R. R 
Suncook Valley road .. 
Cash and receivables. 
1,761,243.37 

Notes payable have disappeared from the account, which 
otherwise shows very little change from the previous year. 
The company has no funded debt. 

The traffic of the yeer was as follows: 

Train miles: 1880-81. 1879-80. Ine. 
Passenger. . 220,440 205.032 I. 
Freight... sin, obec 278,705 I. 
Service and switching. 196,191 177.341 I. 


or Dec. P.c. 
5,408 < 
27,064 
18,850 
661,078 
527,003 
11,081,309 
899.662 
29,006,834 


61,322 
64,754 
2,036,908 

34,669 
1,288,550 


..  %22,400 
591,757 
13,118,217 
934,331 


Total.. sr 
Passengers carried... 
Passenger miles 
Tons freight carried.. 
Ton miles... 

Av. train Joad: 
Passengers, No.... 59.52 54.05 I. 5.47 
Freight, tons........ 99,07 104.08 D. 5.01 

The Nashua, Acton & Boston road carried 52,260 tons 
1,216,560 miles, an increase of 69,270 ton miles, or 6.1 per 
cent. 

The earnings for the year were as follows: 

1880-81. 1879 80. 
$328,890.69 $299,447.91 

596,394.35 541,244.80 

29,395.94 


I 
I. 
zr. 
i. 
I 


Increase. 
$2:',442.78 
55,149.55 
319.49 


$84,911.82 
69,035.55 


Passengers.... ..... 
Freight 
Mail, ete 


$870,088.65 
ny) 


Total $955,000.47 
f 523,356.14 


Expenses....... 2,391.69 
2, $346,732.51 
7,892.57 7,190.82 
Net . 2,996.77 2,865.56 
Per cent. of exps... 62.02 60.15 
There wasa large increase in earnings, but also a more than 
proportionate increase in expenses, due largely to increased 
prices of labor and materials and to more extensive renewals, 
The income account is as follows: 
Net earnings. 
Tax on capital stock sekieasie 
Manchester & Lawrence, joint business. .. 
tents, including Nash., Acton & B. road.. 
On account Nash... Acton & B. road.. 
New freight cars....... 
Res*rved for unsettled gov't claims... 
Dividends, 10 per cent.. sane 


Net earnings... 
Gross earn. per mile 


$15,876.27 


bocce cesses. $362,608.78 
. $37,607.49 
62,246.75 
44,094.00 
50,000.00 
6,000.00 
. 12.000.C0 
. 150,090.00 
361,948.24 
$680.54 
109,935.71 


Balance to contingent fund. .. 
Amount of contingent fund, March 


| Amount, March 31, 1880... $110,596.25 

The value of materials on hand at the close of the year 
was $123,806.66, There was a considerable decrease in 
fuel, but a large gain in shop material and rails. 

During the year 42 box, 51 flat and coal cars and 1 
caboose were bought or built. A new engine is nearly fin- 
ished; 15 box and 50 coal cars are under construction. 

There were used in renewals 1,8Q8 tons steel rails, 161 tons 
iron rails and 64,576 new ties. There were 13,510 feet new 
sidings built. A new brick depot has been built at Nashua 
| and other depots improved. 

The report says: “It has been deemed advisable that the 
Concord Company should continue to control the business of 
the Nashua, Acton & Boston Railroad at the close of the 
present lease, to protect our road as against parties having 
adverse interests who desired to obtain it; and your 
directors have entered into negotiations to that effect and 
have made payment of $50,000 on account of the same.” 


Nashua & Lowell. 


This company owns a line from Nashua, N. H., to Lowell, 
Mass., 14',, miles, and leases the Stony Brook, the Wilton 
and the Peterboro railroads, 39 miles. The fiscal year ends 
Mareh 31, 1881, but from Oct. 1, 1880, the road has been 
worked by the Boston & Lowell. The directors present the 
following statements: 

** As the lease of your railroad to the Boston & Lowell 
Railroad Corporation took effect on the tirst day of October 
last, your directors’ report embraces the operations of your 
road only for the six months prior to that date. 
| ‘‘During that six months the net income, in excess of rentals, 

interest and a proportion of the taxes for the entire year, was 
$29,584.53. This sum, together with the rental payment 
received of the lessee for the six months ending April 1, 
1881, amounted to $60,084.53, of which sum $60,000 was 
disbursed in dividends to the stockholders, such dividends 
Po ‘iat in all for the year to 71% per cent upon the capital 
stock. 

‘* The proceeds of the sale to the lessee of real estate and as- 
sets outside the location of the road and not making a part 
of the same amounted to $474,754.62, and of this sum $174,- 
754.62 was used in paying off the floating debt of the com- 
pany ; the residue, $300,000, is held as a fund for meeting 
your funded debt of the same amount, not yet payable or 
redeemable, so that the corporation is practically free of 
debt, with a cash surplus, after deducting unpaid dividends 
and coupons, of $12,347.36 in the treasury at the close of 
the financial year. 

** The balance sheet shows the existence of a contingent fund 
of $147,928.12. This fund, however, represents no specific 
property on the books except the cash balance above men- 
tioned, and the sum of $26,045.74 stated as due from other 
roads and individuals. All over that balance consists of 
sums heretofore expended in construction or equipment in 
excess of the capital stock. In other words, the contingent 
fund indicates the actual cost of the railroad property over 
and above the capital stock to have been $137,928.12, so 
that if the property is worth its actual cost, the shares would 
have a value of 18!¢ per cent. above par, and if the rent 
payable by the lessee were calculated upon this as the true 
value of the property it would be reduced from 714 per cent. 
on the shares to about 614 per cent. on the actual value of 
the property leased. 

‘* Your directors have been informed that some citizens of 
New Hampshire are opposed to this lease, and intend to ask 
the Legislature of that state at its approaching session to 
refuse to give it the sanction which the statutes of New 
Hampshire require to be obtained from that body for all 
leases or contracts for the use of railroads in order to render 
them valid in that state. 

‘* Your directors were aware of this provision of the New 
Hampshire statutes, and that if they had been dealing with 
a New Hampshire corporation as lessee the lease would. be 
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wanting in validity until sanctioned by the New Hampshire 
Legislature. 

** But they also understood that the Boston & Lowell Rail- 
road Company, as a Massachusetts corporation, would be- 
come bound by the contract of lease irrespectively of the 
New Hampshire statute. It was also understood by them 
that such a lease would, at the proper time, receive the 
sanction of the New Hampshire Legislature in view of the 
fact that your railroad had been operated jointly with the 
Boston & Lowell Railroad for ever 20 years preceding De- 
cember, 1878, under a 20 years’ contract for that purpose, 
without exciting the displeasure of the New Hampshire 
Legislature. In addition to that fact, there is now on the 
statute books of New Hampshire an act passed in 1874, 
which authorizes a consolidation of these two railroads on 
whatever terms the stockholders of the two corporations may 
agree to for that purpose. 

‘Hence your directors had every reason to suppose that a 
Jease by you of your road would not be deemed to be in con- 
travention of the policy of the state of New Hampshire re- 
lating to railroads. Nor can they now believe that it is pos- 
sible for any set of men to persuade the Legislature of New 
Hampshire that it is contrary to sound policy to permit the 
five miles of your railroad which lies within the limits of 
that state to be entered upon and used by the Boston & Low- 
ell Railroad Corporation, and thus to make connection at 
Nashua between the New Hanipshire trunk line and the 
Massachusetts terminal road. The very attempt to lead the 
Legislature to any such conclusion would be calculated to 
excite the suspicion that some private interests were to be 
promoted thereby far more than public policy. 

_“Tn entering into this vontract of lease ic was the inten- 
tion of both contracting parties to thereby attract to Boston 
over the New Hampshire trunk-line r the t grain 
traffic of the West controlled by the Grand Trunk Railroad. 
Unless Massachusetts railroads can come into New Hamp- 
shire as far as Nashua, or New Hampshire railroads can 
come into Massachusetts as far as Boston, then all this great 
traffic must be lost to this old natural route, along the Mer- 
rimac Valley. The citizens of New Hampshire, so far as 
your directors can judge, are directly interested in favor of 
building up this line of transportation, and we think you 
cannot fail to gain their sympathy and support in this 
measure, unless prevented by the efforts and influence of 
persons who expect to der:ve some personal advantage by 
stirring up opposition to the lease. 

“Two actions at law are now pending against the Nashua 
& Lowell Railroad Corporation, in which very large sums 
are claimed as damages by reeson of a coilision at a street 
crossing in Nashua, between one of your trains and a vehi- 
cle driven by Henry Parkinson. Mr. Parkinson lost his life’ 
The directors are satisfied that this sad occurrence was nct 
owing to any want of care on the part of the men in charge 
of the train.” 


Pullman Southern Car Co. 


The following statements for the year ending March 31, 
= were presented at the recent annual meeting in Louis 
ville : 

The capital account is as follows : 


ON ooo a hk iuhichsaeecsiundeasosanceaediad $1,309, 200.00 
EsOG8 GUE 1s GENE DOP OO... accccccess scnccccosones 1 
NG) CNR. 5:85 ciitina sss ceecscnecnaexen $1,124,200.00 


Accounts payable...... REA 118,509.27 





SP ENON, 32k So ccnsubusidsauaess neo 198,646.13 
bcc binaekuatudt tees chaksaus oobaeusn eked $1,441,355.40 

Cars (58), franchises, etc................ $1,245,207.24 

Less stock held in trust...... 9 ......... 185,000.00 
See PCP eer S. _, eer $1,066, 207.24 

Me ass 5 cmbsci chen saan ies 35,527.64 

| PERE CER EITM 112,500.00 

Stock held in trust for Co........ . .... 185,000.00 

Accounts receivable.................05+ 48,120.52 


—- 1,441,355.40 
Accounts payable include a balance of $88,708.25 due 
Puliman Palace Car Company. This debt has been reduced 
$95,624.94 during the year. 
The income account was as follows: 
I I. 5 5 cas UsGanatdaban Cdskadesen cds onvcae nee $236,079.99 








Working and maintenance (47.60 per cent.).......... . 112,344.20 
PR ORR isis iin os kin kant wean ects sctwosev second $123,735.79 
Old accounts and taxes in litigation.................... 6,040.82 
TN OE oie o ob hhc ose cieseesie deed $117,694.97 
Balance from previouS Vear.............ccceeee soevees 80,951.16 
tin Oe CE a isdn in ccanettscncesdetenes . $198,646.13 


The earnings above given were $4,070 gross, and $2,133 
net per car owned per year. The net surplus was equal to 
nearly 101% per cent. on the stock. 


Pittsburgh, Ft. Wayne & Chicago. 
The following statements are from the report presented at 


the recent annual meeting in Pittsburgh for the year 1880. 
_The earnings for the year were as follows : 














1880. 1879. Inc. or Dec. P. 2, 
Freight..... $7,395,452.08 $6,066,593.55 IL. $1,328,858.53 21.9 
Passengers.. 2,248,899.89 1,922,806.98 I. 326,092.91 17.0 
Mail and ex- 
press...... 291,714.95 269,797.61 I. 21,917.34 8.1 
Rents, etc... 160,753.07 193,184.76 D. 32.431.69 16.8 
Total...... $10,096,819.99 $8,452,382.90 I. $1,644,437.09 19.5 
Expenses... 5,318,559.25 4,501,128.80 I. 817,430.45 18.2 
Net earn. $4,778,260.74 $3,951,254.10 I. $827,006.64 20.9 
Gross earn 
per mile 21,556.44 18,045.61 I. 3,510.83 19.5 
Net earn. 
per mile. 10,201.46 8,435.82 I. 1,765.64 20.9 
Per cent. of 
expenses.. 52.67 53.25 D 5 


These figures are for the main line of 468.39 miles from 
Pittsburgh to Chicago. The net results for the year were as 
follows : 








Net CArnings AS BHOVE ........200ccccccs sovcccsece coe $4,778, 260.74 
Net gain from New Castle & Beaver Valley road..... 71,226.63 
Net gain from Lawrence road....  ........2..+00.-++ 6,868.48 
iin osad 55a cerenerbssemmeievet sane $4,856,355.85 

Less amount paid Cleveland & Pittsburgh on divi- 
GG OF SOURS COTRENGS  .n...2 nc cccccccse cocsee seesee 345,859 30 
Net balance for the year...............eseeee0: $4,510,516.55 


The net balance for 1879 was $3,729,298.25, showing an 

increase last year of $781,218.30, or 21 per cent. The net 

ain to the lessee (the Pennsylvania Company) must have 
n over $1,500,000 for the year. 


Northern (New Hampshire). 


This company owns a line from Concord, N. H., northwest 
to White ed Junction, Vt., 69.5 miles, with a branch 


from Franklin, N. H., to Bristol, 13.5 miles, making 83 miles 
in all. It owns controlling interests in the Concord & Clare- 
mont and the Peterboro & Hillsbororoads. The thirty-sixth 
annual report is for the year ending March 31, 1881: 

The equipment consists of 24 locomotives; 13 passenger, 2 





mail and smoki: , 1 mail and 7 baggage cars; 492 freight 








cars and 19 vel cars. 
The general account is as follows: 
Stock ($36,969 per mile).....................2.2200--- $3,068,400.00 
Bills payable (coupon notes)..................060.-045 177,000.00 
Bond due Fae NGG Suiilanchd blebs ia keebseonved cae 100. 
ee, a eee 144,733 88 
| eae ere eran 1,184,879.73 
RN vacccccnccencdeae Dacorcce weeennreves 21,027.57 
Loki denacdsdedioal mp eamabanibcen 89,919.00 
St Rr ee Sey $4,686,060.18 
NS osc nctinwinsescpadéwasds ae $3,068,400.00 
Northern-R. R. stock, 711 shares...... 37,708.34 
Concord & Claremont R. R..... . 254,245.72 
Bills receivable. .. 1,147,373.55 
Materials......... 103,015.99 
Jontracts, cash, etc 75,316.58 
— ——. 4,686,060.18 


The company guarantees $500,000 Concord & Claremont 
bonds, of which, however, it owns two-fifths. It buys the 
coupons ($6,500 yearly) of the Peterboro & Hillsboro, which 
that road does not pay. 

The traffic for the year was as follows : 

Train miles : 


_ 
$ 
a 
— 
x 
Psi 
i 
2 
= 


ne. or Dee. iP. ec. 








Passenger 190,938 96.620 D 5,682 2.9 
Saale 284,014 302,842 D 18,828 6.2 
| ere | 3,295 2,676 I 619 2.2 
ee 478,247 502,138 D 23,891 4.7 
Passengers carried... 151,355 133,012 I 18,343 13.8 
Passenger miles...... 5,944, 5,410,875 I 533,207 9.9 
Tons freight carried.. 466,266 509,358 D 43,092 8.5 
Ton miles............. 29,381,572 32,628.360 D. 3,246,788 9.9 
Av. train load : 
Passengers, No.... .. 31.14 27.52 I 3.62 13.2 
Freight, tons......... 103.46 107.75 D 4.29 4 


Of the passenger mileage 62.6 per cent., and of the ton- 
mileage $5 per cent. was of business to and from other roads. 
The earnings were as follows : 








1880-81. 1879-80. Ine. or Dee. P. c. 
Passengers heebeenen $152,337.66 $139,403.99 L. $12,933.67 9.3 
ok oy Se 323,091.28 276,119.00 I. 46,972.28 17.0 
Mail, etc............ 24,587.79 23,482.75 I. 1,105.04 4.8 
a $500.016.73 $439,005.74 I. $61,010.99 13.9 
Expenses........... 397,793.64 326,566.89 I. 71.226.75 21.8 
Net earnings .$102,223.09 $112,438.85 D.$10.215.76 9.1 
Gross earn.per mile. 024.30 5,289.23 1. 735.07 13.9 
Ne ae - 1,231.60 1,354.68 D. 123.98 9.1 
Per cent. of exps... 79.56 74.39 =I 5.17 


Expenses include $23,258.32 for state tax and $20,553.82 
for new rails, The Supreme Court has decided the amount 
of state tax in 1879 to be excessive, and an effort will be 
made to have itrefunded. Expenses were much increased 
by the severe winter. 

The income account was as follows : 


CER Wecslccah chiarchiueackescncs. 6: +. $102,223.09 
Balance of interest account........ ..... See 

Mn Ube RiRs due seneitsanvc ue NosMasnbbaes es neel $180,884.37 
Dividenda, G per cent... ........ 225 ccccseeesseees ... 179,838.00 





Surplus for the year.................... ...... -. $1,046.37 
Balance of income, March 31, 1880........ ....  ..... 143,687.51 


Balance, March 31, 1881............ .......2.0.4. $144,733 88 

Balance of interest account is the surplus of interest 
received on investments over the amount paid. 

The a says: ‘‘From various assigned reasons, the 
through business going easterly was diverted from the line 
of roads with which this road is connected during several of 
the winter months, which somewhat diminished the gross 
receipts while largely increasing the expense of carrying 
the traffic westward. Whether this diversion caused any 
other loss is — problematical, as the through busi- 
ness, which is a very large proportion of your traffic, con- 
tinues to return a very small revenue per ton per mile.” 

During the year 498 tons of steel rails and 54,186 new ties 
were laid; 2,200 tons of steel rails have been bought, which 
will complete the steel track on the main line. 

No satisfactory arrangements have yet been made for the 
connections of the Peterboro & Hillsboro road. Negotiations 
are pending with the Central Vermont for a settlement of 
differences as to through business. 

The report says: “‘ Various propositions having been made 
for the purchase of the interest of this corporation in the 
stock of the Sullivan County Railroad, one of which appeared 
to be satisfactory, negotiations were had which resulted in 
the transfer of such interest; and in connection therewith a 
contract was secured with reference to the division of the 
future receipts from business of that road, the result of 
which, it is hoped, will prove advantageous to this corpora- 
tion, in addition to the amount received for such interest, 
which has been carried to the account of the contingent 
fund. * * * * 

**The Ogdensburg & Lake Champlain Railroad Company 
have made claims upon the Northern Railroad and other 
roads in the line to recover a large sum alleged to be due 
under the old line contract. This claim has been denied by 
the roads against whom it is made, and suits have been 
brought against this corporation and other roads in the 
line, and are now pending. The Receivers and Managers 
of the Vermont Central Railroad and the Vermont & Can- 
ada Railroad also claim that under the old contracts a 
large amount is due them from the Northern Railroad, 
while this corporation has claimed that upon a true con- 
struction of those contracts and a proper accounting under 
them, only a small balance, if any, will be found to be due 
from it. It is hoped that this claim may be satisfactorily 
adjusted by compromise or arbitration.” 





Flint & Pere Marquette. 


The report of the directors of this company for 1880 gives 
the following statements. The road in operation Dec. 31 
was as follows: 






Miles. 
Landiinmton 0d BEGRIOC....« «0.00. cccscccccccces cccccccssccccesces 253.31 
East Saginaw to Bay City................-ceeeeeeeeeeeeeeeces 12.35 
Otter Lake Branch. ...............sseccccccccsscecees ... 14.41 
St. Clair Branch...............-- . 38.94 
Saginaw & Clare County R. R - 15.50 
Saginaw & Mt. Pleasant R. R..............-2-.00++ --- 15.08 
Manistee R. R. (in part)......... + 3.18 

317.71 


With 90.40 miles of side-track, the total track operated is 
408.11 miles. The entire road is in the state of Michigan. 


The earnings and expenses for the year were as follows: 
BRO. a5. ccc sess nienscd csscvndecsveccccovesesces 994,369.35 
DEEN ps teiecsons socce iccamoarsandensaceuessees 565,288.41 
Mail and express.............0.. csececccccececeeecees 39,690.25 
POU 6 055.0865 icin nin picncis. dacs vevsnpisecsss cove 276.39 


Total ($5,078.17 per mile) 
Expenses and taxes (71.52 per cent.)...... 


Net earnings ($1,446.63 per mile)............... $455,687.38 
The gross earnings in 1879 were $1,151,201.14, showing 
an increase last year of $448,423.26, or 38.9 per cent. _ 
The report gives the following statement of the reorganiza- 
tion and present condition of company: 
‘* During 1879 and 1880 the road was operated under 








00 | lished for the first half o' 


three distinct organizations; from Jan. 1 to June 30, 1879, - 
by the Flint & Pere Marquette Railway Company; from 
July 1, 1879, to Sept. 30, 1880, by Dr. H. C. Potter, as 
Receiver; from Oct. 1 to Dec. 31, 1880, by the Flint & Pere 
uette Railroad a No report has been pub- 
1879. As the receivership em- 
braced parts of the vears 1879 and 1880, the purpose of the 
report is to connect and compare the traffic operations of 
the road for the two fiscal years, and to present the results 
to the owners of the property, irrespective of the several 
organizations. 

** For some time prior to foreclosure the fact was end 
that the earnings of the railway company would not suf- 
ficient to pay current expenses and interest, an 1 also to pay 
interest coupons past due. So the consolidated mortgage 
wes foreclosed, and the property sold Aug. 18, 1880, the 
property being struck off to a purchasing committee, con- 
sisting of Henry A. V. Post, of New York City, Chairman; 
Henry H. Fish and Avram G. Brower, of Utica; and Loum 
Snow, Jr., and Francis Hathaway, of New Bedford. 

“For the purpose. of reorganizing, the Purchasing Com- 
mittee associated with themselves to form a corporation 
under the laws of Michigan, in the management and 
operation of the property, the following-named_ persons: 
Jesse Hoyt, James C. Parrish and Cornelius D. Wood, ot 
New York; William W. Crapo, of New Bedford, Mass., and 
Henry C. Potter and William L. Webber, of East Saginaw, 
Mich. The certificate of organization was filed Aug. 31, 
1880. The capital stock was $10,000,000, divided into pre- 
ferred and common—$6,500,000 and $3,500,000 respect- 
ively—the common stock not to be issued till five annual 
dividends of 7 per cent., or their equivalents, had been 
issued. 

** At the time of the foreclosure there were outstanding 
consolidated bonds, together witn past due coupons and in- 
terest bonds for coupons. Of the total number now out- 
standing all have been surrendered and preferred stock is- 
oe orem, excepting one consolidated bond, number 
9fi, . 

“At the close of September, 1880, the Receiver, under the’ 
direction of the Court, transferred the possession of the 
property into the hands of the present company, and after3 
ward the Receiver made his final report to the court, and 
was on Feb. 10, 1881, finally discharged as Receiver. 
* * . % * 

‘In addition to the change made in the funded debt of the 
old company by the foreclosure of the consolidated mort- 

age it was still further reduced between Jan, 1, 1879, and 
¢. 31, 1880, by the application of land funds in redemp 
tion, as follows: 








First-mortgage land grant 7 per cents. .?... sate tens ltl $9,000 

First-mortgage land grant 8 per cents................... 293,000 

Flint & Holly lease bonds... i SERS ean aueteas awe 75.500 

I a ee ere eee ss 
**The prior bonds remaining on Jan. 1, L881, were: 

veeeeee ss «$1,704,000 

os s0aancns 300.000 

100,000 

75,000 

1,000,000 

$3,179,000 


“The land assets in hands of trustees applicable to the 
Flint & Holly bonds are more than sufficient to pay all the 
bonds. The maturity of the bonds is May 1, 1888. 

** An issue of 6 per cent. bonds has been authorized by the 
board of directors, to be used as follows: 

“1, An amount equal to all the outstanding bonds (with 
the exception of the Flint & Holly bonds of $300,000), 
amounting to about $2,897,000, be reserved and held to be 
used hereafter only for the payment and redemption, so far 
as may be necessary, of said prior bonds. _ 

“2. For the payment of the defaulted coupons of the 
Flint & Pere Marquette Railway Company, either by ex- 
change or by the sale of bonds for that purpose, ponees 
the coupons of the land grant bonds, the Holly, Wayne & 
Monroe bonds, and the East Saginaw & Bay City bonds. 

‘3. For the payment of the existing indebtedness of the 
company, which comes from the accounts and notes of the 
Receiver and the expenses of reorganization. 

“4, For such extensions of the road, and improvements 
of the property, including the construction of the Manistee 
Railroad, the extension of the Saginaw & Clare County 
Railroad, and the purchase of the Saginaw & Mt. Pleasant 
Railroad, as may, in the judgment of the directors, be 
deemed expedient from time to time. 

‘* The bonds bear date Oct. 1, 1880, and have 40 years to 
run, payable principal and interest in gold, in the city of 
New York, with interest at 6 per cent. per annum, payable 
semi-annually. 

“The report of W. L. Webber, Land Commissioner, shows 
that 38,642.63 acres of land were sold during 187, amount- 
ing to $743,083.70, an average price of $19.23 per acre. In 
addition sales of timber amounting to $40,254.42, and of 
lots, amounting to $353 were made, making the aggregate 
sales $783,691.12. During 1880 there was sold 33,212.05 
acres of land, at an average price of $16.90, amounting to 
$561,372.58. In addition sales of timber have been made to 
the amount of $22,869, and lots to the amount of $877, 
making the aggregate sales $585,118.58. : 

“Since the date of the annual report, material changes 
have taken place in the funded debt, by the cancellation of 
land-grant bonds, and by the exchange of $1,056,000 of 
them for new 6 per cent. bonds. By these changes and by 
the drawing of Feb. 25, 1881, by the trustees for redemption 
Sept. 1, 1881, under which they pay coupons on drawn 
bonds, from March 1, 1881, the company now have no in- 
terest to pay on land-grant bonds except the next coupons ; 
4 per cent. on $225,000 ; and these bonds will be all drawn 
for redemption next August, that is to say, to be surrendered 
March 1, 1882. The result of this extinguishment of the 
land-grant debt will be to place the land assets and unsold 
bonds at the disposal of the directors, for the uses of the 
road,” 





Chicago, Rock Island & Pacific. 


The following brief statement is published by this com- 
pany for the year ending March 31, in advance of the full 
report : 

1880-81. 1879-80. Inc. or Dec. P.c. 
Gross earnings........ $11,956,907 $11,061,662 1. $895,245 8.1 











Expenses...........-++ 6,630,155 5.796.546 I. 833,609 14.4 
Net earn'ngs........ $5,326,752 $5,265,116 I. $61,636 12 
ross earn. per mile 9,120 8,800 I. 3205) 5.6 

Nee ws wot 4.063 4.184 Dz. 121 29 

Per cent. of expenses. 55.45 52.40 IL. 3.05 
The results of the year were as follows: 

Net earnings, as @DOVE......-- 6-6-6 ee eee cece eens . 85,326,752 

Cash receipts from Land Department......... ...-..... 490,000 

iad diene a sev etinerercercccsstneces cs $5,816,752 

Fixed charges, interest and rentals 1,250,000 

Balance for dividends...............--++0+se0e0005: $4,566,752 


This balance is equivalent to about 103¢ per cent, upon the 
outstanding stock. 
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ICAGO, MILWAUKEE & ST. PAUL. 





This company has now a larger mileage than is 
worked by any other in the world directly by a single 


management, and it is also constructing more new 





























































































































































































































road than any other corporation with a large existing 
system. The Pennsylvania Railroad Company controls 
a considerably larger system, but it has three separate 
and distinct operating managements; the Wabash 
works about 2,575 miles, against the St. Paul’s 3,775 
miles on the 1stof January; the Chicago & North- 
western is now working about 2,800 miles; the Chi- 
cago, Burlington & Quincy about 3,000 miles, the Union 
Pacific 3,125 miles. 
The extent of the Chicago, Milwaukee & St. Paul, 
however, is less remarkable that its rapid growth. 
Three years ago it had 1,403 miles of road, and there 
had been substantially no additions to it for several 
years. At the end of 1878, even, its lines measured 
but 1,539 miles ; so that 2,236 miles of its system have 
been added within two years. 
Indeed, the property is now such a very different 
thing from what it was a year or two ago that com- 
parisons of earnings, expenses, etc., for successive 
years have comparatively little value as means to 
enable us to judge of the present condition of the 
property, the more so because the recent additions are 
largely outside of the old field, and in territory where 
formerly it not only had few or no lines, but whence 
it drew very little traffic. Until very recently the 
Chicago, Milwaukee & St. Paul was little more than 
% carrier to and from Milwaukee, serving a territory 
west of that place, and but little to the south of it ; 
and this position was very little changed when it 
built a line of its own from Milwaukee to Chicago. 
This line served rather as a section of a trunk line from 
Milwaukee to the East than as a feeder of Chicago, as 
is shown by the deliveries of grain, etc., which it made 


the company had more southern lines and one from 

Chicago directly westward. We compare below the 

receipts of certain staples by the St. Paul and the Chi- 

cago & Northwestern, the two roads having lines in 

the same general territory northwest of Chicago : 

By C.. M. & St. P. By C. &. N. W. 
930,917 eee 


Flour, bbls. 
Wheat, bush.... 


1,211,412 





590,099 
Corn, calle verre 1,086,580 14,884,629 
Oats, “i 6,085,013 1,887,288 
eee 2,310.296 1,408,165 
Cattle, No. 90,754 209,277 
OS ere ere 331,449 1,218,041 


With regard to corn, cattle and hogs, it should be 
remembered that the St. Paul had last year compara- 
tively a small mileage in a corn and stock country, 
while the Northwestern had about a thousand miles in 
such country. 

Now the fact that the Northwestern delivered five 
times as much wheat and three times as much oats in 
Chicago as the St. Paul road did, does not prove that 
the Northwestern’s traffic is so much the larger, but 
only that the St. Paul hitherto has carried produce 
chiefly to Milwaukee (to which the Northwestern 
carries also but much less than the St. Paul carries to 
Chicago). This is natural. Not only was the St. Paul 
formerly a Milwaukee road solely, but from by far 
the larger part of the stations of its old system the dis- 
tance to Milwaukee is less than to Chicago. This is 
true of all the lines in Minnesota, and was true of those 
in Iowa. 

But one of the effects of Jast year’s acquisitions is to 
make the Chicago, Milwaukee & St. Paul much more 
of a Chicago road than it was formerly. The Chicago & 
Pacific extended to connect with the old Western Union 
gave ita line from Chicago to the Mississippi and Cedar 
Rapids as short as the Northwestern, and the shortest 
line to Rock Islaud, and with the purchased Clinton- 
Dubuque-La Crosse line gave it the shortest Chicago- 
Dubuque line, and a short Chicago outlet for its 
Iowa & Dakota Division across Northern lowa 
and for its considerable net-work of local lines 
in Northwestern Iowa. Further, it made nearly one 
haif of a short line from Chicago to Omaha, which by 
about 75 miles more of road could be connected with 
the Dakota Southern lines, purchased during the year, 
whose eastern outlet by the company’s existing lines 
is not very direct. The completion of this line from 
Cedar Rapids to Council Bluffs and Sioux City is now 
under way, and when completed the likeness between 
this company’s system and that of the Chicago 
& Northwestern will be much greater than 
it has been hitherto. It will then have a very consid- 
erable mileage in a corn and stock-growing country, 
and for this and for a large part of its lines further 
north it will have an outlet to Chicago about as short 
as to Milwaukee. As the Milwaukee grain traffic seems 
to be declining, this is important. Rates are the same 
to both places from most of the Northwest, and the St. 
Paul road can carry everything to Chicago now by its 
own road; but by having a short line its expenses on 
what it carries will be reduced, and the importance of 
this increases with the increase of the trafiic, which is 
sure to be great from this company’s numerous lines 
in new country, only a very small portion of which is 
brought under cultivation as yet. 
Although there is comparatively little value in com- 
parisons of the earnings, etc., of this compauy with 
those of previous years, owing to the great change in 
mileage, we can at least see what the progress of the 
property had been before these great additions, when 
for several years its mileage was substantially un- 
changed .Its average mileage worked, gross earnings, 
working expenses and net earnings since 1872 has been: 
Miles, 


1,599 
099 


Earnings. 
$9,046,023 
8,953,017 


Expenses. 
$5.3 0,074 
5,871,116 


Net earnings. 
$3,686,049 
3.081.901 





1,400 8,255,744 5, 170.354 3,085,390 
1,400 8,054,171 4, : 3,100,847 
1,413 8,114,894 4, 74,461 
1,512 8.451,768 4, 9,454 
2,032 10,012,820 5, 025 
2,923 13,086,119 7, 3.493 





pany’s net earnings remained nearly the same, about 
$3,100,000. In 1877, with slight change of mileage, 
there was an increase to $3,575,000, which was very 
little increased the next year, in spite of an addition of 
100 miles to the average length worked. Since ‘1878 
the additions of road have so greatly affected the earn- 
ings that we cannot well judge what the growth of 
traffic on the old lines has been. But if we credit the 
whole increase of net earnings since 1878 to the new 
mileage, then— 

In 1879, 520 miles of new road earned net. $879,571= 
$1,690 per mile; and 

In 1880, 891 miles of new road earned net $804,468= 
$903 per mile. 

As to the prospects of the new acquisitions, we have 
few data for the lines which the company has built, 
which in 1880 were 349 out of the 1,544 miles acquired; 
but more for the roads bought, most of which had been 


reports of gross and net earnings have heen published. 


These roads had mostly been bankrupt. All had small 


gross and smaller net earnings; only part of them were 
in new country,and none had had recently any very con- 
siderable growth in traffic or earnings. We cannot say 
precisely in all cases what was the price paid for these 
roads, but it is generally represented by bonds issued on 
them, these, however, sometimes covering extensions 
of the purchased lines. we believe. For the Wisconsin 
Valley road $1,700,000 of 6 per cent. bonds were given, 
making a yearly fixed charge of §§102,000, while its 
largest net earnings had been $92,386; but this was 
on rapidly improving property... The interest on the 
bonds issued for the Chicago Clinton, Dubuque & 
Minnesota is $361,320; the net earnings of this line 
were $136,146 in 1878-79 and $260,947 in 1877-78, and 
it was not likely to improve rapidly. The interest on 
the Mineral Point Division bonds is $60,000: its net 
earnings were $52,300 in 1878 and $39,566 in 1879. The 
Chicago & Pacific’s net earnings were $69,860 in 1878 
and $64,569 in 1879; the interest on the bonds issued 
is $180,000, but these cover 26 miles of new road, form- 
ing the extension in Illinois. The net earnings of the 
Southern Minnesota had been from $311,152 to $262,- 
004 for three years (the latter in 1878-79), and the 
interest the Southern Minnesota Division 
bonds is $408,000: but the latter covers an extension 
which is too new to have had net earnings yet, and 
will certainly some time have a considerable traffic. 
The acquisition of the Sioux City & Dakota was by 
purchases of its stock and bonds, the cost of which is 
charged as $591,260 in the balance sheet. The funded 
debt of these lines is $900,000 of 7s, and their net earn- 
ings were $115,177 in 1877-78 and $75,619 in 1878-79. 
The net earnings per mile of various lines acquired for 
the latest year before the purchase were : 

Year ending 


52 


~s 


on 


Wisconsin Valley Dee, 31, 1879, $1,026 
Chicago, Clinton, Dubuque & Minn... June 30, 1879, 618 
Chicago & Pacific......... Latoeces _ a 732 
Southern Minnesota... . : 1,327 
Minnesota Midland. 25 
Prmetings BF DAKOte... 06s cccsseceace 332 
iar Cube DORs oo ovens screens ; : ie 668 
ee eS rrr a: Me ye R 776 
Pine River Valley & Stevens’ Point. . lg = 445 


With these vast additions to the road owned by the 
company, the changes in its stock and bonds have been 


as follows: 

1881 
. $12,404,483 
15,404.261 
67,172,000 


1880. 
$12,279,483 
15.404 .261 
41,349,500 


Increase. 
Common stock.... $125,000 
Preferred stock 
ee 


sits 5,822,500 
Meanwhile the assets of the company in the form of 
stocks and bonds held by it increased only from 
$1,824,704 to $2,183,566, and we may say that the 
$25,822,500 added to the funded debt during the year 
represents the railroads which the company built or 
acquired in that time. As these amount to 1,544 
miles, it appears that the average cost of these addi- 
tions to its system was the comparatively small sum of 
$16,726. 

The additions to the funded debt: bear interest as 
follows : 


$6,385,500 pays 7 
17,522,000 “* 


; per cent. = 
ze +“ 
o 


$446,985 yearly. 
1,051,320 * 
95.750 





se 





‘ 


= $1,594,055 yearly. 


$25,822,500 


This is an uverage rate of 6.17 per cent. on the 
additional bonds, and makes the average fixed charge 
on the new lines, whether purchased or constructed, 
$1,032.50 per mile. 

This is a small amount, doubtless, and can be earned 
with a comparatively light traffic at fair rates; but we 
see by the above list that of all the lines purchased 
only one, the Southern Minnesota, had net earnings as 
large as this amount in the last year before the pur- 
chase. Evidently they were bought under the con- 
viction that they would yield much larger profits 
thereafter, either directly, or by contributing to tae 
old lines profitable trattic which otherwise they would 
not get. 

Two at least of the purchased roads—the Chicago, 
Clinton, Dubuque & Minnesota and the Sioux City & 
Dakota—but for the purchase would have given little 
traffic to this company ; the others were already its 
feeders, though not all sure to remain so. The Chi- 
cago & Pacific was needed, not to bring traffic to an 
existing outlet, but to serve as an outlet to lines 
further west, and, if the system was to be developed 
so far south, was indispensable. 

Although the absolute amount paid for these roads 
is a small sum per mile, yetin proportion to their net 
earnings it seemsa high price. The roads had not 
been worth nearly so much to their owners as was 
paid for them, in most cases, and if left in their hands 
seemed not likely to be so; though since they were ac- 
quired the market for poor railroads, so tv speak, 
has improved, and most outlying, unattached 
lines can be sold at higher prices. But in most 
cases where there was a purchase of a line not 
previously tributary, the St. Paul had not only to 








in Chicago even in the year 1880, during part of which 


in operation for several years, and for several of which 





offer the owners an equivalent for the profits they 
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could get out of their road by working it themselves, 
but also to overbid a competitor for the purchase of 
the property, to whom it would be advantageous as a 
feeder, or otherwise as a part of its railroad 
system. Apparently, as the St. Paul’s lines stood at 
the time, the Sioux City & Dakota, the Chicago, Clin- 
ton, Dubuque & Minnesota, and the Chicago & Pacific 
were worth more to the Chicago & Northwestern than 
to the St. Paul Company; the Sioux City & Dakota 
more to the Ilinois Central, and the Dubuque road 
more to the Chicago, Burlington & Quincy. The 
Chicago & Northwestern was a bidder for them all, we 
believe, but it did not consider them worth so much to 
it as the Chicago. Milwaukee & St. Paul was willing to 
give, and its competition for them doubtless greatly 
increased the price at which they were finally sold. 

It may be that the Northwestern miscalculated the 
value of these lines, and it may very well be that they 
are actually worth more to the St. Paul as it is to be 
than to the Northwestern, enabling the former to 
complete a system west of Chicago and develop a 
traffic further south than in its old territory, and in a 
country which is less dependent upon a single crop for 
its prosperity. But it reaches this territory late. It 
is already pretty thoroughly occupied. The new line 
from Chicago to Council Bluffs will pass through 
but one considerable town in _ Illinois (Elgin) 
and one in lowa (Cedar Rapids), and it is 
every where so near parallel roads (in Iowa usually not 
more than 15 miles, and in Illinois not more than 10), 
that it is not likely that large towns will grow up on 
it, and without large towns at its stations it will not 
get half of the traffic from the country between the 
parallel lines on either side, because the. farmers will 
prefer to go a few miles further to sell and buy at the 
larger markets. The country on this and on most of 
the lines purchased last year, however, is already occu- 
pied, and it will therefore be sure to command a con- 
siderable amount of traffic from the first, whether im- 
migration is large or not. 

The lines constructed last year, however, though in 
new country where but a very small part of the land is 
cultivated as yet, generally have a very Jarge country 
from which to draw traffic, and for the most part fer- 
tile country, which is now filling up rapidly. These 
lines may have longer to wait for a paying traftic, but 
eventually they may have much larger earnings per 
mile than such older roads as the Dubuque Division, 
the Dubuque Southwestern, the Davenport & St. 
Paul, etc. 

But with regard to all the recent acquisitions it 
must be remembered that they need much less than 
the average net earnings of this and most other roads 
to pay interest on their cost. An average of $1,032 per 
mile on the 1,544 miles of road added in 1880 will 
pay interest on the additions to the funded debt that 
year. Now the average net earnings of the system in 
180 were $1,828 per mile. The funded debt at the end 
of the year was $18.589, but the capital stock only 
$7,366, and there is probably no other large system in 
the world whose capital account is as light as $25,955 
per mile of road. 





INCORPORATION AND FRANCHISES. 


In this article we shall group the decisions reported 
during the winter which illustrate the creation of rail- 
road companies and their relations to the sovereign 
power. 

Subscriptions to stock have given rise to three in- 
teresting decisions. In Pennsylvania the ‘‘ Peach 
Bottom Railway” was incorporated, with power to con- 
struct a road between two termini definitely named, 
and subscriptions were taken. Betore they were paid 
the company procured an act of the Legislature 
authorizing the main line to be extended to a town not 
within the original plan. A dissatisfied subscriber 
claimed that this enlargement of the enterprise re- 
leased him. In Tennessee, a company was organized 
under the general law by the name of the ‘‘ Greenville 
& Paint Rock Tram-road Company,” and under that 
name took subscriptions. It afterward changed its 
name to the ‘‘ Greenville & Paint Rock Narrow-gauge 
Railroad Company.” A very accurate-minded sub- 
scriber thought that his engagement ceased to be bind- 
ing under this change. In both instances the Court 
overruled the objections, and decided that the delin- 
quents must pay. M ve successful was an objection 
taken in an Oregon cu:;. The promoters of the Oregon 
Central Railway Company filed articles under the 
general law to incorporate the company with a capi- 
tal stock of $7,250,000, divided into 72,500 shares of 
$100 each. Six of the promoters then subscribed each 
for one share. The seventh made the following sub- 
scription : 

“Oregon Central Railway Company, by G. L. Woods, 
Chairman, seventy thousand shares, seven million dollars. 

They then proceeded to elect directorsand organize 
the company for businessoperations. The Court held 





! 





that the subscription in the name of the company was 
a nullity, and the subsequent attempt at organization 
was void. It is the essential idea in a subscription for 
shares that there is some one behind it liable to pay 
the amount, for the purpose of creating an actual fund 
for the objects of the company, or who may be re- 
quired to respond to the demands of creditors. A 
company not yet created can not make such engage- 
ment. The device amounts merely to postponing sub- 
scriptions to the stock. 

The authority of the legisiature to control the com- 
panies in matters of freights and fares has’ been ques- 
tioned in two noteworthy cases. Illinois, in 1873, 
passed an anti-discrimination law; it declared 
any company charging more than a fair and reason- 
able rate of toll for passengers or freight, or 
making any unjust discrimination in its rates, to be 
guilty of extortion, punishable by heavy fines varying 
from $1,000 to $25,000. The Illinois Central Railroad 
Company, chartered long previous, contested the con- 
stitutionality of the Jaw, contending that it violated 
the contract embodied in its charter, which expressly 
authorizel the directors to determine the rates of 
toll. A decision was reached last June sustaining the 
law. The Court said that the charter created the com- 
pany a legal person, and gave it capacity, which with- 
out the act it would not have had, to charge tolls. A 
natural person may charge for his services in carrying 
merchandise without a charter. Both kinds of persons 
are alike subject, in the exervise of power, to the gep- 
eral legislative power of the state, which may 
pass laws defining and punishing extortion by 
either. A Massachusetts case .turned upon dis- 
crimination in passenger fares. On the _ Bos- 
ton & Maine Railroad the regular price for three- 
months season tickets between Haverhill and Boston 
was $32 to ordinary purchasers, but $16 only to 
students under twenty years of age. At length the 
directors adopted a rule authorizing the President in 
special meritorious cases to sell tickets at the half-price 
to students who might be over twenty. A student 
over twenty, being misinformed by a ticket-seller, was 
led to pay $32 for his ticket, instead of applying for a 
half-price ticket under the new rule: and, when he 
learned afterward how he might have obtained 
the cheaper ticket by application, he brought 
suit to recover back $16. His argument was that 
selling tickets at half price to special persons was an 
unlawful discrimination; if tickets were put at a low 
price to any persons of a given class, all belonging to 
that class must have the same privilege. But the 
Court said that the law of Massachusetts does not re- 
quire a company to exact from all persons precisely 
the same sum for the same service. It demands only 
that all persons shall have reasonable transportation 
facilities without being compelled to pay more than 
reasonable compensation. A company must establish 
reasonable rates of charges, and these it cannot ex- 
ceed. But it may carry individuals, in special cases 
at a reduced price or even free; so doing involves no 
injustice to the general public required to pay the 
regular rates. 

A singular question of taxation comes from Wiscon- 
sin. The Chicago, Milwaukee & St. Paul Railway 
Company enjoys, by statute. exemption from taxes 
upon its lands necessarily used in operating its road. 
At the city of Prairie du Chien, the company built a 
hotel. The chief purpose in building it was to pro- 
mote the comfort of travelers on the road; the com- 
pany received no rent for it, and it was not much fre- 
quented, except by passengers and employés. Yet it 





was distinct from the depot proper, and was! 
leased to a tenant who managed it for his| 
own profit, and persons not passing over the| 
road who came to it were entertained equally with | 
travelers. It was at first named the ‘‘ Dousman 
House ;” but, it having been taxed under its early 
management, the company changed the name to 
** Railway Hotel,” and put an end to taking boarders 
and keeping horses at livery. The Court said that un- 
der the new circumstances the hotel onght not to be 
taxed. To render property exempt under such a char- 
ter privilege as this road possessed, it need not be used 
exclusively for railroad business. If the principal use 
is needful to the operation of the road, and any other 
use shown is incidental and trivial, the exemption 
applies. 

And the judge said : 

“In determining whether, in a given case, an establish- 
ment is a general hotel, for the accommodation of the whole 
public, or whether it is chiefly kept for the accommodation 
of railway travelers; the Court will not enter into any nice 
mathematical calculation of the relative amount o each 
class of business transacted at such establishm:-nt, in order 
to determine its real character. But if a railway company 
allows these establishments to he carried on in competition 
with other hotels for the general hotel. business of the coun- 


try, it does so at its peril that the property will be held tax- 
atts in the usual mesner.” 





The antique question whether the right of the state 


to take land for public use by eminent domain may be 
delegated to a railroad company was revived last sum- 
mer in the New Jersey Court of Errors and Appeals. 
That a railroad is a public use for which lands may be 
taken, and that the power may be delegated to cor- 
porations, are points which must be deemed established 
if any rules of law can be so considered. These posi- 
tions were not denied, but counsel endeavored to limit 
their application to companies existing by special 
charter. The argument was—and it was very elabor- 
ately and earnestly presented—that the determining 
of the question whether a railroad between given 
points is necessary for the accommodation of the public 
is a proper power and duty of the legislatine itself, 
and can not be delegated. When a special charter 
is asked, the legislature is called to decide as to 
the very question. But when promoters organize un- 
der the general law, they ask nobody but themselves 
whether a road between the points contemplated will 
be a public convenience. The legislature thus surren- 
ders the decision of the essential preliminary question 
to interested persons; and this, so counsel argued, it 
ought not todo. But the Court pronounced the view 
urged to be unsound. It is not indispensable that the 
legislature shall determine each given enterprise to be 
necessary or proper before it can put in operation the 
power of eminent domain. The oniy restrictions upon 
the power are that the use for which the property is 
taken must be a public one, and that compensation to 
the owner must be made. Whether the legislature 
will wait for a petition for a special charter, or will de- 
clare in advance under what general circumstances a 
railroad company may organize to take land as agent 
of the state, is a question of legislative discretion, and 
is beyond the control of the courts.’ 

Some odd cases as to condemning lands and what 
title is obtained are noticed. In Wisconsin, a company 
built a track along Pearl street in the town of Fort 
Howard. The track lay toward one side of the street ; 
so much so that on one side of the centre line a strip 
only six inches wide was occupied. By the law of the 
place, the soil belonged, theoretically, to the owner of 
the adjoining lots; it had, however, been long ago 
condemned for the street. Hence if the proper way 
of estimating damages for the second taking for the 
railroad. in such a case, is to allow only the market 
value of the land taken, without regard to the incidental 
injuries, the landowner could claim little or nothing. No 
one would put more than a nominal value ona strip six 
inches wide already occupied by ahighway. But the 
lot-owner urged that the operation of the road so near 
his premises was a serious general injury, by smoke, 
noise, jar, interference with access, etc.; and that if 
any portion of his land was taken, however smull, he 
was entitled to be compensated for his entire injury. 
And the Court substantially sustained this view. The 
case is of immediate interest in connection with claims 
such as are now pending by owners of lots adjoining 
elevated railroads to have compensation for the 
general interference with their enjoyment of their 
premises. 

In Alabama there is a statue punishing use of abu- 
sive or insulting language upon a public highway. 
Under this law, a man was arrested because, while 
walking along a railroad track, he cursed and insulted 
aneighbor. But the Court said that a railroad track is 
not a highway within such a law. And the Court of 
Appeals of Maryland has said, in effect, that a track 
must not be made a highway; the company has no au- 
thority to grant a permanent right to the people of the 
vicinity to use the road-bed as a foot-path. 


Unbalanced Car Wheels. 

It seems as though the importance of having rapidly 
revolving parts properly balanced has not been so gen- 
erally recognized by car-builders as it has been by the 
makers of other machinery. Without going into any the- 
oretical investigation of the subject, a very simple ex- 
periment will show the effect which follows if car wheels 
are out of balance. On the Philadelphia, Wilmington 
& Baltimore Railroad, some time ago, one of the cars 
was a frequent subject of complaint on account 


of its irreguiar moticn or ‘‘rough riding.” The 
springs were examined, and, we believe, re- 
placed with others; at any rate no fault could 


be found with them, and no improvement resulted 
from their change. Finally the wheels were taken out 
and new ones made by a different maker were put 
under, when to the surprise of everyone the motion of 
the car from being very rough became very smooth. 
This led to an investigation by Mr. Lungren, the 
Master Car-Builder of that line, when it was discovered 
that the old wheels were very much out of balance, 
whereas the new ones were in an almost perfect state 
of equilibrium. This led him to make the following 
experiment: He constructed a rectangular wooden 
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frame large enough to take a _  ~»pair of 
wheels inside of it. On each side he put a 
set screw with a point like a lathe centre, which 
was screwed into the centre of the axle, so that the 
latter could revolve freely. The pair of wheels and 
axle to be tested were placed in this frame and held 
by the set-screws as described. The frame was then 
placed on rollers, R R, about 2 or 244 in. in diameter, 
which rested on a fixed frame, F' F. A rope was then 
wound around the axle, and a number of men then 
took hold of this and pulled it rapidly, as in spinning 
a top, so as to cause the wheels and axle to revolve 
rapidly, When the whole rope was thus unwound and 
the wheels were revolving with a speed of about 150 
revolutions per minute, it was found that the degree 
of unbalancement—to coin a word—was indicated by 
the horizontal oscillations of the frame on the rollers. 
If the wheels are in equilibrium, the frame re- 
mains stationary when the former are revolving, 

Other experiments have indicated that it is of much 
more importance that car wheels should be balanced 
than that they should be perfectly round. Mr. Dudley, 
in his inspection of tracks with his dynagraph, has 
found that the vertical irregularity of rails in tracks in 
bad condition is from 1 to 113 in., and of those in good 
condition it is from 14 to 4 in. The irregularities of 
the track are, therefore, in 
most cases, very much greater 
than any that are due to the 
eccentricity or irregularity in 
the circular form of wheels. 

There can be very little doubt 
that unbalanced wheels have 
very much to do with the 
smoothness of the motion of 
cars, and probably if car-build- 
ers would repeat the experi- 
ments described above the fact 
would be impressed on their 
minds as it could not be in any 
other way. It seems to be 
quite as important to test the 
equilibrium of cast-iron wheels 
as it is to “pair” them, or 
measure their diameters, so 
as to get wheels of the same size in the same axle. 

The experiment, we are inclined to believe, could be 
made more satisfactorily if the movuble frame AA in- 
stead of resting horizontally on the rollers was sus- 
pended vertically, so as to swing freely like a pendu- 
lum. The rope could bevcarried over a pulley attached 
to the floor immediately under the wheels, and when 
the former was unwound the frame could swing with 
perfect freedom. 


The Death Scott. 


The death of Thomas A. Scott removes from the railroad 
world a man who ten years ago was the most prominent 
figure in it, as active in making combinations and promoting 
new enterprises as Jay Gould is now, but differing radically 
from him by the fact that he did not work with a large 
capital of his own or his associates, but rather in behalf 
of the Pennsylvania Railroad Company, of which he was 
then Vice-President, or simply with his name and influence, 
which strengthened the credit of. any enterprise with which 
it was connected. Colonel Scott was credited with origi- 
nating, and certainly was given the active public part in 
bringing about, the great combination of railroads 
west of Pittsburgh which to-day forms the system 
of the Pennsylvania Railroad Company, and is still, in spite 


of Thomas A. 


of the gigantic operations of the last two years, the greatest | 


and the completest railroad system in this country, or 
perhaps in the world, reaching, with lines which 
it controls in its own interest, nearly every West- 
ern city of importance—Cleveland, Toledo, Chicago, 
Columbus, Indianapolis, St. Louis, Cincinnati and 
Louisville—and giving them outlets, and all by 
short lines, over its own roads to New York and Baltimore 
as well as to Philadelphia—a system so complete that in 
these recent years of reorganizations and sales and leases, it 
has not even been proposed, we believe, to add any line to 
the Pennsylvania system. To create such a system now is 


to follow well-established precedents; to do i 
then was to be original and daring. Colonel Scott, 
it seemed, became too sanguine as he went on 


with his work of combination, and involved his name, and in 
some cases his company’s credit, with some lines which were 


afterward given up as parts of the Pennsylvania system. To | 
what extent it was intended that they should be connected | 


with the Pennsylvania it is not possible to say. He gave his 


name, dvubtless, to enterprises which his company had no | 


intention of controlling. Probably most people have forgotten 
how many lines about ten years ago were popularly ac- 


t | 


management came under his immediate atteniion for so long 
a time that he doubtless became perfectly familiar with 
their details. That he distinguished himself as the manager 
of the operating of a railroad we may assume, from 


the fact that he held the chief position on a 
great railroad for a long time; but very little 
is said of his work in that capacity, except in 


connection with his service in the War Department during 
the war, which indeed was of a sort tu test to the utmost the 
organizing and administrative capacity of a man. His great 
reputation, however, was made in designing the Pennsy]l- 
vania Railroad system, and securing for it the roads of which 
it is composed. For this was required the fullest knowledge 
of the sources of tr affic and the channels which it follows 
or can be made to follow, and especially sound judgment as 
to the future course of production and commerce, together 
with great skill in conducting negotiations. The successful 
railroad combinations have. been made by foreseeing where 
traffic will grow, and then buying or building the roads that 
will carry it. If we wait until the traffic has already 
grown, we find ourselves forestalled, or the roads that we 
want as feeders can no longer be had on advantageous 
terms. Good judgment, confidence in it, and courage 
to act on it are the requisites. Scott certainly did not lack for 
courage, and his judgment was shown by his planning a com- 
plete and extensive railroad system at a time when nothing 
of the kind existed in this country; but, as we have said, he 
seemed finally to becarried away by hisenthusiasm and to be 
more anxious to get additional railroads than to get useful | 
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ones. Exactly what his part was indesigning the measures 
which resulted in so many leases, etc., no one seems te know. 
Mr. J. Edgar Thomson was President of the company at 
that time, and he was by no means a figure-head; but Scott 
was the man who traveled and negotiated, and who was 
credited with the plans which he executed; and if Thomson 
was really the chief designer of the schemes which he sent 
his lieutenant to execute, he was certainly miraculously 
indifferent to getting credit for it. 

Colonel Scott virtually retired from active railroad 
management nearly three years ago, when, having had a 
paralytic stroke, he went to Europe. He never fully 
recovered, or, at least, he was never after out of danger. 
Recognizing this he withdrew from ‘the actual direction of 
the, many enterprises in which he was interested, so that 
very little disturbance in the course of railroad affairs is 
made by his death. 


Foreign Railroad Notes. 


| At recent sessions of the English Investigating Committee 
| the following were given as the rates from London to Swan- 
sea, 195 miles: For quantities of 500 lbs., from 32s. 6d. to 


85s. per ton, for the five classes of freight, which is from | 


833g to 91 cents per 100 Ibs., the rate including collection in 
| London and delivery in Swansea, though no reduction is 


| made if shippers and receivers do their own carting. The | 
rate on tea is 48 cents per 100 lbs. There are three railroads | 


between London and Swansea, but the rates are the same by 
all and as high as when there was but one. 
are two competing coast steamer lines between the two 
places, by which the rate on sugar is 20 cents per 
100 lbs., the voyage taking three days. For rail 


Moreover, there | 


from them for as little as the Liverpool-Manchester rate (9s. 
per ton = 10 cents per 100 lbs.), though these ports may be 
three or four times as far off. It happens, nevertheless, that 
nearly all the cotton comes from Liverpool. 

Recently station agents on various Austrian railroads 
have repeatedly received English postal cards enjcining them 
to take care lest thé bridges should fall and the train not run 
on time. The railroad authorities inquired of the postmaster 
of Bristol, whence the cards came, but were informed that 
the sender was not known, but that English railroad officers 
had had the same experience, and it was generally supposed 
that the writer must be crazy. Others think it a scheme to 
advertise continuous brakes ! 

April 2 there was a conference in the office of the London 
& Northwestern Railway of locomotive superintendents 
called to confer with regard to continuous brakes. They 
were all advocates of vacuum brakes except Mr. F. W. 
Webb, of the London & Northwestern, who has a brake of 
his own which seems not likely to be generally adopted by 
his company. These gentlemen were all in favor of the 
vacuum brake, but of twelve present nine preferred the 
simple vacuum and three the automatic form; but in case 
the Board of Trade insists on an automatic brake (and the 
inspectors have always upheld that automatic action is 
necessary to efficiency), all favored the automatic vacuum 
brake. Asonly those were invited who were known to favor 
the vacuum brake, there is no special significance in their 
action in formally recording their opinions, but it seems to 
be regarded as a demonstration in favor of adopting the 
vacuum brake and against the air 
brake. The roads represented in- 
cluded some of the most important 
in the kingdom, namely, the Lon- 
don & Northwestern, the Midland, 
the Manchester, Sheffield & Lin- 
colnshire, the Great Northern, the 
London, Chatham & Dover, the 
Southeastern, the Great Western, 
the London & Southwestern, the 
Lancashire & Yorkshire, the Me- 
tropolitan, and the Great Southern 
& Western of Ireland. The con- 
ference agreed upon a uniform 
standard pipe coupling, so that the 
cars of one road may connect with 
those of the others. 

The Great Eastern Railway, of 
England, have made new arrange- 
ments for what is called their 
‘‘express parcels service.” <A 

uniform rate of 4d. per package of & lbs., with 1d. more for 
every additional 8 Ibs., is made for a large number of sta- 
tions, in and about London as far out as Stratford (six or 
seven miles), including delivery anywhere within three-quar- 
ters of a mile of the station, and collection at any of the 
several receiving offices established by the company, where, 
too, passenger’s baggage is received and delivered for 3d. 
per package. Provision is also made for prepayment by 
‘means of stamps. It all amounts to a city and suburban 
express business, with lower rates for very small packages 
than are known, we believe, anywhere in this country 

The French government has made a cuntract with the six 
great railroad companies of the country by which postal 
packages not exceeding three kilogrammes (6.6 lbs.) in 
weigat, not more than 24 in. long, and whose cubic contents 
are not more than about 1,300 cubic inches, will be carried 
| between any two points in French territory for 12 cents 
when delivered at a station, and for 17 cents when delivered 
at the house of person addressed, this including a 2-cent 
government stamp. Arrangements have also been made 
with adjacent countries so that packages like the above will 
be sent to Germany for 22 cents, to Luxembourg for 17 
| cents, and to Belgium and Switzerland for 22 cents. 
| In addition, the French Minister of Public Works has in- 
| duced the French railroads to agree to an arraugement by 
which packages such as are not admitted to the mails be- 
cause of dimensions, etc., and up to the weight of 11 Ibs., 
| will be carried between any two points in France for 20 
| cents when delivered at stations, and for 25 centsat con- 
signee’s address; besides which a government tax of 4 cents 
| on each hasto be paid. The very great convenience of these 
| arrangements to thepublic is evident. Alady on the Russian 
| border of Prussiacan have her bonnet sent to her from Paris 


shipments of less than 6500 Ibs. the rates are from | for 22 cents. In Germany the post-office department has 


1214 to 75 per cent. higher. 
amounts to 4 cents per ton of 


but it includes collection and delivery, a reasonable charge 
for which one of the witnesses testified would be 4 shillings 
| per ton, which would leave 28s. 6d. for the station-to-sta- 
tion rate from London to Swansea on the lowest class— 


equal to 301¢ per 100 Ibs., or to 34g cents per ton per mile. 


Complaint was made by Swansea dealers that frum London 
to Exeter, the same distance, the rate on tea was but 33s. 4d. | 
per ton, against 45s. to Swansea, or one-third more; and 
from Bristol to Swansea, 160 miles, the rate on raw sugar 
was but 8{d. per ton per mile, while from London it was 
2d. (From Bristol the distance is no greater by steamer than 


by rail.) 


| During another session of the investigating committee, | 
| Mr. W. B. Forwood testified that average rates from Liver- 


The lowest of the rail rates | 
2,240 Ibs. per mile: | 





counted under the Pennsylvunia’s control. Among them | pool to four great centres of consumption are 2.29d. per 
were the Kansas Pacific, the Union Pacific, the Davenport & | ton per mile [equal to 4.18 cents per ton of 2,000 Ibs. per 
St. Paul, the Cairo & Vincennes, and the vast system of | mile], while for the competing ports, London, Fleetwood and 
the Southern Railway Security Company, and others. | Avonmouth, the average is but 1.49d.—more than a 


Colonel Scott’s early training in railroad business was third less. On cotton the rate from Liverpool is %.90d. per 
though, as he early be-! mile, and from the other ports 2.93d. Liverpool is only 
81 miles from Manchester, and in order to get any cotton to 
carry tbe railroads to other ports of course have. to carry 


in the traffic department ; 


came a superintendent, engaged in working a road, all | 
the departments of construction, rolling stock and train | 


It must, one 
| would think, greatly stimulate the trade of the large cities at 
| the expense of the smaller towns, especially in France, where 
it brings the Paris shops virtually at the doors of every 
house in the republic. 


| conducted a similarpackage business for years. 





Record of New Railroad Construction. 





This number of the Railroad Gazette contains information 
| of the laying of track on new railroads as follows : 
Utah & Northern.—Extended from Dillon, 
northward to Camp Creek, 20 miles. Gauge, 3 ft. 
| Detroit, Butler & St. Louis.—Extended northeast 

| Morenci, Mich., 14 miles. 
New York, Pennsylvania & Ohio.—A branch is completed 
| from Sharon, Pa., southeast to Middlesex, 6 miles. 

Southern Pacific.—Extended eastward from the last point 
noted in New Mexico to Ei Paso, Tex., 25 miles. 

Northern Pacific.—The Pend d’Oreille Division is ex- 
tended north by east to Ritzville, Wash. Ter., 40 miles. 

Tuscola, Charleston & Vincennes.—Extended northward 
to Oakland, Ill., 14 miles. Gauge, 3 feet. 

Cincinnati Southern.—Extended from Boyce Station, 
Tenn., to Chattanooga, 5 miles; gauge 5 feet. 


Montana, 





to 
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Peninsula, of Florida.—Extended 
Fla., southward to Ocala, 28 miles. 

Gulf, Colorado & Santa Fe.—Track is laid on the Ft. 
Worth Branch from the junction (eight miles southeast of 
Belton) northward to Banks, Tex., 24 miles. 

This is a total of 176 miles of new railroad, making 1,386 
miles thus far this year, against 1,502 miles reported at the 
corresponding time in 1880, 570 miles in 1879, 385 miles in 
1878 and 393 miles in 1877. 








PENNSYLVANIA RAILROAD EARNINGS IN APRIL show an 
increase of 7.8 per cent. over the earnings of the month last 
year, when they were extraordinarily large. This year the 
April earnings are not quite so great as the March earnings, 
but with the exception of March and last October they are 
the largest earnings the road has ever made since the two 
months of the Centennial year when travel was heaviest. 
Meanwhile the increase in expenses was 5.6 per cent., and 
there is left an increase of $160,228, or 10.7 per cent., in net 
earnings. 

The gross earnings, working expenses and net earnings in 
April for five successive years have been : 





Earnings. Expenses. Net earnings. 
, EERE TEU a ee $2,347,704 $1,765,149 $579,565 
SER ener 2,509,806 1,632,509 75,306 
, Se 2,630,023 1,598,994 1,029,038 
PE cci-banseecewenaniavnl 3,488,367 1,992,784 1.495.583 
ee ee 3,760,373 2,104,562 1,655,811 


Thus while the increase in net earnings is 10.7 per cent. 
compared with last year, compared with 1879 it is 61 per 
cent., and compared with 1877 (when traffic was exception- 
ally stagnant) it is 186 per cent. 

For the four months ending with April there is an increase 
of 8.6 per cent. in the gross earnings, of 10.9 per cent. in the 
expenses and of 3.8 per cent. in the net earnings of this 
railroad, the latter amounting to $214,693, which is nearly 14 
of 1 per cent. on the capital stock. For five years the gross 
earnings, working expenses and net earnings in these four 
months have been: 


Year. Earnings. Expenses. Net earnings. 
RRS. $9.184,566 $6,400,006 $2,784,560 
1878 ... 9,446,089 6,100,062 3,346,027 
ARE 10,312,564 6.103,785 4,208,779 
Oo ee 12,794,681 7,189,570 5,605,111 
1881. ......--13,889,508 8,069,704 5,819,804 


Thus the increase in net earnings, which is but 3.8 per 
cent. over last year, is 38 per cent. over 1879, 74 per cent. 
over 1878, and 109 per cent. over 1877. Considering the 
severe winter, that there should be any increase in net earn- 
ings over the very large ones of 1880 is very satisfactory. 


APRIL EXPORTS OF BREADSTUFFS as reported by the 
Bureau of Statistics for the whole country (including the 
Pacific coast) show a decrease from 22,000,000 bushels of 
grain last vear to 18,000,000 this year, and an increase from 
551,986 to 692,788 barrels of flour and meal, or, in all, a 
decrease of 3,400,000 bushels, or 14 per cent., while the ag- 
gregate value decreased from $22,705,000 to $20,426,000, or 
10 percent. The average value of wheat is given as $1.15 
per bushel this year, against $1.34 last; of corn, 5734 cents 
this year and 54 cents last. At San Francisco the value of 
wheat this year is given as only 85 cents a bushel, against 
$1.27 at New York and $1.21 at New Orleans. The differ- 
ence in the prices at different ports would be almost ex- 
actly the difference in the cost of exporting to Europe were 
the grades of wheat the same at the different places. In 
wheat exports San Francisco takes the second place, ship- 
pizg very nearly 20 per cent. of the whole, against 41 per 
cent. from New York, 15! from Baltimore, 81 at Philadel- 
phia, 8 per cent. at New Orleans, and 33, from Boston. Of 
the total grain exports, however, New Orleans exported 12.6 
per cent., amounting to 2,270,684 bushels, which are doubt- 
less the largest exports it has ever made in a single month, 
and were exceeded only by New York and Baltimore, San 


LAKE Rates, which Tuesday of last week were 5 to 5% 
cents a bushel for wheat from Chicago to Buffalo, by Thurs- 
day had fallen half a cent, Friday were 4 cents for wheat 
and 3% for corn, Saturday 3°{ to 3% for wheat and 3!/ for 
corn; but Tuesday there was arecovery to 4 cents for wheat. 
Tuesday’s rates by lake and canal made the cost of shipping 
by this route from Chicago to New York 1014 
cents a bushel for wheat and 9'¢ for corn, against 18 
and 16.8 cents by rail. Yet in spite of this great difference 
the rail shipments from Chicago recently have been un- 
usually large, averaging about 9,000 tons per day, which is 
more than the average before navigation opened. Not all 
these shipments are grain, but most of them must be. They 
are probably partly due to delays during the switchmen’s 
strike, which came to an end last week. 


CANAL SHIPMENTS FROM BUFFALO, though the opening was 
announced for the 17th, were but trifling until the 20th, 
and instead of the 7 cents a bushel asked just before the 
opening, the rates accepted that day were 6 cents for wheat, 
514 for corn and 3% for oats, the rail rates from Buffalo to 
New York being 9, 81¢ and 5 cents, respectively. These 
opening rates were not maintained, and by Tuesday quota- 
tions were 5 cents a bushel for wheat and 44 for corn, mak- 
ing the cost, including Buffalo transfer, from Chicago to 
New York by lake and canal about 101¢ cents a bushel for 
wheat and 914 for corn, against 18 and 16.8 cents by rail. 





APRIL IMMIGRATION is reported by the Bureau of Statis- 
tics to have amounted to 95,390 persons, about 60,000 of 
whom arrived at New York. This is more than a fourth as 
many as arrived during the whole of the nine months 
previous, when immigration was unusually great. Within 
ten months 446,812 immigrants have arrived, of whom 
141,000 were from Germany and 99,000 from Canada. 


from Lochloosa, 





General Railroad Mews. 


MEETINGS AND ANNOUNCEMENTS. 


Meetings. 

Meetings will be held as follows: . 

Richmond & Allegheny, general meeting, at the office im 
Richmond, Va., June 23, at 1 p. m., to vote on agreements 
of consolidation with the Atlantic & Northwestern and the 
Ohio Central companies; also on traffic contracts with sev- 
eral companies. 

Baltimore & Potomac, annual meeting, at the office in 
Baltimore, June 1, at noon. 


Technical Conventions. 


The Master Mechanics’ Association will hold its fourteenth 
annua] convention in Providence, R. I., beginning Tuesday, 
June 14. Headquarters for members will be at Narragan- 
sett Hotei. 

The Master Car-Builders’ Association will hold its fif- 
teenth annual convention in the city of New York, begin- 
ning June 14. 

The American Society of Civil Engineers will hold its 
thirteenth annual convention in Montreal, Canada, begin- 
ning June 15. 





Dividends. 
Dividends have been declared as follows : 
Hanover Junction, Hanover & Gettysburg, 2 
semi-annual, payable May 9. 
Chicago, Burlington & Quincy, 2 per cent., quarterly, 
payable June 15. 


per cent., 


Foreclosure Sales. 

The South Carolina Railroad will be sold at public sale in 
Charleston, 8. C., July 28, o, John H. Fisher, Special 
Master, under a decree of the United States Circuit Court. 
The sale will include the main line from Charleston to 
Augusta, with the Columbia and Camden branches, 242 
miles in all, with all equipment and other property and 
franchises; it will be made subject to liens prior to the 
second mortgage, not to exceed £620,000, sterling, of prirci- 
pal, including bonds held by the trustees. The purchaser 
will be required to pay $100,000 cash at time of sale, the 
balance of the purchase money to be payable, at such time 
as the Court may direct, either in money, or in second- 
mortgage bonds. 


Thirteenth Annual Convention of the American 


Society of Civil Engineers. 


The convention will be held at Montreal, Canada, June 
15. Members will generally meet at Niagara Falls on 
Saturday, June 11, and make an examination of the re 
enforcement of the anchorage and the renewai of the sus- 
pended structure of the railroad bridge, a paper on which 
will be presented by L. L. Buck, engineer in charge of that 
work during its construction. On Monday, Toronto will be 
visited, and thence the party will go by steamer on Lake 
Ontario and the River St. Lawrence to Montreal. 

The sessions of the convention will continue for three days, 
and there will probably be excursions to Ottawa, visits to in- 
spect the improvements of the harbor of Montreal and the 
new locks and enlargement of the Lachine Canal. The an- 
nual address will be given by James B. Francis, President of 
the Society. 

A number of papers are announced for presentation, and it 
is probable that there will bea large attendance of mem- 
bers. 


Meeting for Revision of Rules on ot 
Interchanged Freight Cars. 
The following circular has been issued : 
No. 113 LIBERTY STREET, New York, May 23, 1881. 

*DeaR Sir: In compliance with the twenty-first sec- 
tion of the rules governing the condition of and repairs to 
freight cars for the interchange of traffic, and in response to 
requests made by the officers of a large number of railroad 
companies, I would beg to request the attendance of an 
authorized representative of your company at a meeting to 
be held at the Park Avenue Hotel, New York City, at 3 p. 
m., Wednesday, June 15, 1881, for the purpose of revising 
the rules above referred to. 

‘Tt is earnestly desired that the rules shall be so revised 
and adopted at this meeting as to meet the necessities of all 
railroads offering cars for interchange. 

‘This invitation has been extended to all the railroads in 
the United States and Canada. 

“Respectfully yours, LEANDER GAREY, 
“Pres’t Master Car-Builders’ Association.” 


Repairs 


American Institute of Mining Engineers. 


The Secretary, Prof. Thomas M. Drown, gives notice that 
the following papers have been announced for the meeting 
which will begin at Staunton, Va., May 20: 

Address by the President, Wm. Metcalf, Pittsburgh, Pa. 
vue Ore Knob Copper Process, by Prof. T. Egleston, New 

ork. 

The Hydro-metallurgy of Copper and its Separation from 
the Precious Metals, by Dr. T. Sterry Hunt, Montreal. 
Canada. 

The Foreign Substances in Lron and their Combinations, by 
F. L. Kleinschmidt, St. Louis. 

Notes on Gold Mill Construction, by A. J. Bowie, Jr., San 
Francisco. 

Index to American Engineering Articles and Papers for 
1880, by Prof. H. 8. Munroe, New York. 

The Geology, Mireral Resources and Industries of the 
Virginias, by Jed. Hotchkiss, Staunton, Va. 

The Practical Working of the Ammonia-Soda Precess, by 
O. J. Heinrich, Drifton, Pa. 

The New Westmoreland Shaft, by W. P. Little and T. B. 


Stearns, New York. 


A Volumetric Method of Estimating Manganese in Pig- 
iron and Steel, by F. H. Wiliiams, St. Louis. 

Filtering in Industrial Operations, by P. Barnes, Spring- 
field, Ml. 

Observations on scme Ores of the Upper James River, by 
Prof. P. Frazer, Philadelphia. 

Rich Hill Iron Ores, and the Falling Cliff Zine Mine, by 
F. P. Dewey, Chattanooga, Tenn. 

On the Solution of Pig-iron and Steel for the Deter- 
mination of Phosphorus, by N. H. Muhlenberg and T. M. 
Drown, Easton, Pa. 

The Occurrence of Black-band Iron Ures in West Virginia, 
by S. P. Sharples, Boston. 

The Electrolytic Determination of Copper and the Forma- 
tion and Composition of so-called Allotropic Copper, by J. 
B. Mackintcsh, Hoboken, N. J. 

Blast-furnace Hearths and Linings, by John Birkinbine, 
Philadelphia. 

Discussion on Steel Rails, by Ricb. Ackerman, of Stock- 
hoim, Sweden, C. P. Sandberg, Loadon, and others. 

Association of Railroad Superintendents. 

At a meeting of railroad superintendents, held at the 
Windsor Hotel, New York, May 11, Waterman Stone, of 
the Providence, Warren & Bristol, was elected Chairman, 
and E. T. D. Myers, of the Richmond, Fredericksburg & 





Potomac, Secretary. On motion it was resolved that Mr. 
Waterman Stone and Mr. L. W. Palmer, of the New York 
& New England, be appointed a committee to prepare a con- 
stitution and by-laws for the Association of Railway Super- 
intendents, to be presented: fdr consideration at the next 
meeting. 

It was resolved that the following address be published in 
the Railroad Gazette, Railway Age and Railway Review, 
and that other papers devoted to railroad interests be re- 
quested to copy. 

“1o the superintendents of American railroads: 

‘* Your interest and aid in an attempt to organize an associ- 
ation of railroad superintendents are earnestly and respect- 
fully invoked. We need not expatiate upon the need of such 
an organization. It is in the nature of our calling to speak em- 
phatically, briefly and pointedly upon professional matters, 
and those whom we address will more readily listen when 
we so speak. It seems to us that an association for the inter- 
change of views regarding railroad practice is eminently 
desirable. We think it remarkable that while mechanics, 
road-masters, ticket agents, train officers and other subor- 
dinates have associated themselves and are receiving the 
benefits arising from the exchange of the fruits of knowl- 
edge and experience, the superintendents of the railroads, to 
whom so much is entrusted, have, so far, stood aloof and 
made no effort to intermingle. We ask that those of our 
professional brethren who think with us, and will join us, 
will forward their names for enrollment to the Chairman or 
Secretary of this meeting.” 

WATERMAN STONE, 
Sup’t. Providence, Warren & Bristol. 
L. W. SANDFORTH, 
Sup’t. Danbury & Norwalk. 
C. D. HAMMOND, 
Sup’t. Delaware & Hudson Canal Co. 
L. W. PALMER, 
Sup’t. New York & New England. 
J. F. Divine, 
Sup’t. Wil. & Weldon and Wil., Col. & Augusta. 
E. T. D. Myers, 
Sup’t. Richmond, Fredericksburg & Potomac. 

On motion the meeting adjourned to meet at the Windsor 
Hotel on the third Wednesday in September, at 11 a. m. 

The address of the Chairman, Mr. Stone, is Providence, 
R. I.; of the Secretary, Major Myers, Richmond, Virginia. 


ELECTIONS AND APPOINTMENTS. 


Allegheny Valley.—Mr. Charles B. Price is appointed 
Superintendent of the River Division, in place of Thomas M. 
King, who goes to the Baltimore & Ohio, June 1. 


Ashtabula & Pittsburgh.— At the annual meeting recently 
the following directors were chosen: Perkins, W 
Packard, Warren, O.; F. H. Matthews, Caleb Wick, Youngs 
town, O.; F. Harrington, Rock Creek, O.; Henry Hubbard, 
H. L. Morrison, Ashtabula, O.; W.H. Barnes, Thomas D. 
Messler, Wm. Mullins. Wm. P. Shinn, Wm. ‘Thaw, Pitts- 
burgh, Pa.: John N. Hutchinson, Philadelphia. The board 
elected John N. Hutchinson, President ; Frank Semple, Sec- 
retary and Treasurer. The road is leased to the Pennsyl- 
vania Company. 


Allantic & Pacific.—At the annual meeting in Boston, 
May 19, the following directors were chosen: Isaac T. Burr, 
Frederick Butterfield, T. Jefferson Coolidge, Joseph D. Fish, 
Robert Harris, Francis B. Hayes, George C. Lord, Thomas 
Nickerson, Charles J. Paine, Horace Porter, Jesse Seligman, 
George B. Wilbur, E. F. Winslow. The board re-elected 
— Nickerson President ;. E. F. Winslow, Vice-Presi- 
dent. 


Baltimore & Ohio.—Myr, Thomas M, King has been ap- 
pointed Superintendent of the Pittsburgh Division. He has 
been for some time Superintendent of the River Division of 
the Allegheny Valley road. 


Broad Movntain.—Mr. T. Frank Walter, of Mauch Chunk, 
Pa, is President of this new company. 


Burlington & Lamoille-—Mr. D. C. Linsley has been 
chosen President in place of Wm. B. Hatch, resigned. Mr. 
George L. Linsley has been chosen General Manager, in 
place of D. C. Linsley. 


Burlinaton & Missouri River in Nebraska.—Mr. George 
B. Harris, late Assistant, is now Acting General Freight 
Agent, and Mr. P. 8. Eustis, late Assistant, is now Acting 
General Passenger Agent, in place of Percival Lowell, pro- 
moted to be General Passenger Agent of the Chicago, Bur 
lington & Quincy. 


Cedar Rapids & Missouri River.—At the annual meeting 
in Cedar Fapids, May 18, the following directors were 
chosen: J. Van Deventer, Horace Williams, Clinton, Ia. : 
James Blair, Scranton, Pa.; D. C. Blair, Belvidere, N. J.: 
John I. Blair, Charles E. Vail, Blairstown, N. J.; Edward 
Johnson, Belfast, Me.; F. L. Ames, Oliver Ames, North 
Easton, Mass.: Isaac T. Burr, F. Gordon Dexter, B. A. Ful- 
Jer, Wm. T. Glidden, David P. Kimball, 8. Lothrop Thorn- 
dyke, Boston. The road is leased to the Chicago & North- 
western, 


Central Vermout.—At the annual meeting in St. Albans, 
May 18. the following directors were chosen: J. Gregory 
Smith, Worthington C. Smith, St. Albans, Vt.: James R. 
Langdon, Montpelier, Vt.; J. P. Clark, Milton, Vt.; W. H. 
H. Bingham, Stow, Vt.; W. H. Dubois, Randolph, Vt.; B. 
B. Smalley, Burlington, Vt.; J. H. Kimball, Bach, Me.; J. 
W. Emery, Portsmouth, N. H.; George W. Rice, Worcester, 
Mass. ; B. P. Cheney, Otis Drury, Jacob Edwards, Boston. 


Chicugo & Alton.—Mr. Wm. Riley has been appointed 
General Road-Master, in place of L. L. Keller, resigned. 


Chicago, lowa d& Nebraska.—At the annual meeting in 
Cedar Rapids, May 18, the following directors were chosen: 
S. C. Bever, Cedar Rapids, la ; J. Van Deventer, Horace 
Williams, Clinton, Ia.; D. C. Blair, Belvidere, N. J.: John 
I. Blair, Blairstown, N. J.; F. L. Ames, North Easton, 
Mass.;: John Bertram, Salem, Mass.; Prince 8S. Crowell, 
Kast Dennis, Mass.: Edward Johnson, Belfast, Me.; B. A. 
Fuller, Wm. T. Glidden, David P. Kimball, 8. Lothrop 
Thorndyke, Boston, The road is leased to the Chicago & 
Northwestern. 


Chicayo, St. Paul, Minneapolis & Omaha.—Mr. T. P. 
Gere is appointed Su artatonient of the Sioux City Division, 
with office at Sioux City, Ia. Mr. J. F. Lincoln, late of that 
division, is transferred to St. Paul, taking Mr. Gere’s place 
as Superintendent of the St. Paul Division. 


Cleveland» Columbus, Cincinnati & Indianapolis,—Mr. 
W. L. Gilmore has been appointed Master Mechanic of the 
Cincinnati Division. 


Concord,—At the annual meeting, May 24, the following 
directors were chosen: Benjamin A. Kimball, Henry C. 
Sherburne, Concord, N. H.; Samuel N. Bell, Frederick 
as ep Manchester, N. H., James W. Johnson, Enfield, 
N. H.; Francis B. Hayes, J. Thomas Vose, Boston. 


Flint & Pere Marquette.—At the annual meeting in East 
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Saginaw, May 18, the following directors were chosen: H. 
C, Potter, H. C. Potter, Jr., Wm. L. Webber, East Saginaw, 
Mich. ; Lewis Pierce, Portland, Me.; Wm. W. Crapo, Francis 
- wena 1 Loum Snow, New Bedford, Mass.; Abram G. 
Brower, Utica, N. Y.; Alfred M. Hoyt, Jesse Hoyt, Cor- 
nelius D. Wood, New York. 


Iowa Falls & Sioux City.—At the annual meeting in Cedar 
Rapids, May 18, the following directors were chosen: John 
Van Deventer, Horace Williams, Clintcn, Ia.; D. C. Blair, 
Belvidere, N. Je; John I. Blair, Blairstown, N. J.; Prince 8. 
Crowell, East Dennis, Mass.; F. L. 
North Easton, Mass. 
tral. 


Ames, Oliver Ames, 
The road is leased to the Llinois Cen- 


Iron Bridge & Morewood.—The officers of this new com- 

any are: President, J. B. Washington; directors, Wm. 

aldwin, W. 8S. Bissell, H. 8. Burgesser, John D. Scully, 
Oliver P. Shupe, G. M. Serpell. Office in Pittsburgh, Pa. 


Littlestown.—This_ company has elected M. McSherry 
President ; John 8. Young, Vice-President; George Stonesi- 
fer, Secretary and Treasurer. The road is leased to the 
Pennsylvania Railroad Company. 


Manchester & Keene.—At the annual meeting last week, 
the following directors were chosen: W. W. Bailey, B. F 
Kendrick, G. W. Sawyer, Jr., Nashua, N. H.; George B. 
Twichell, Keene, N. H.; Charles E. Paige, Lowell, Mass. 
The board elected W. W. Bailey President; Thomas E. 
Hatch, Clerk; John H. Buttrick, Treasurer. 


Missouri, Kansas & Texas.—At the annual meeting in 
Parsons, Kan., May 19, the following directors were chosen: 
H. C. Cross, Emporia, Kav.; C. H. Pratt, Humboldt, Kan. ; 
David Kelso, Parsons, Kan.; R. S. Hayes, Palestine, Tex. ; 
Frederick L. Ames, Boston; Frank S. Bond, Philadelphia; 
Ww. Bond, Sidney Dillon, A. G. Dulman, Thomas T. Eckert, 
George J. Forrest, Jay Gould, M. 8. McCready, Thomas W. 
Pearsall, Samuel Sloan. The board elected Jay Gould, 
President; J. B. Henson, Secretary ; David Kelso, Attorney. 


Nashua, Acton & Boston.—At the annual meeting in Bos- 
ton, May 17, the following directors were chosen: Samuel 
N. Bell, Joseph B, Clark, Francis B. Hayes, James W. John- 
son, Benjamin A. Kimball, John C. Moulton, Dana Sargent, 
Henry C. Sherburne, Frederick Smytb, J. Thomas Vose, 
Wm. P. Wilson. The board elected John C. Moulton 
President; J. B. Goodrich, Clerk; F. B. Cook, Treasurer. 
The road is leased to the Concord Railroad Company. 


New-Castle & Oil City.—This company, successor to the 
New Castle & Franklin, has been organized with the follow- 
ing officers: President, J. W. Jones, Philadelpbia; directors, 
Wm. Patterson, New Castle, Pa.; J. W. Mitchell, Oil City, 
Pa.; C. H. Clark, George F. Taylor, Philadelphia: Archer 
N. Martin, New York. 


New York & Greenwood Lake.—Mr. James ‘Tinney has 
been appointed Assistant Superintendent. He has been for 
a long time a conductor on the Erie. 


Northern Pacific.—Messrs. A. H. Holmes and Thomas F. 
Oakes have been chosen directors in place of Joseph Dilworth 
and Johnston Livingston, resigned. The new directors 
represent the Villard party. : 


Pacific Mail Steamship Co,—At the annual meeting in 
New York, May 25, the following directors were chosen : 
Sidney Dillon, Charles G. Francklyn, Jay Gould, Henry 
Hart, J. B. Houston, C. P. Huntington, Trenor W. Park, 
E. H. Perkins, Jr., Russell Sage. 


Peachbottom.—The United States Circuit Court has ap- 
vointed Mr. Charles R. McConkey receiver of the Middle 
ivision. He is President of the company. 


Pemigewasset Valley.—This company has been organized 
by the election of the following directors: J. A. Dodge, N. 
H. Weeks, Plymouth, N. H.; J. W. Campbell, Woodstock, 
N. H.; W. F. Daniel, Franklin, N. H.; J. P. Pitman, La- 
conia, N. H.; S. N. Bell, Manchester, N. H.; Daniel Saun- 
ders, Lawrence, Mass.; Peter Butler, J. Thomas Vose, Bos- 
ton. The board elected J. P. Pitman, President: S. N. 
Bell, Clerk and Treasurer. 


Sioux City & Pacific.—At the annual meeting in Cedar 
Rapids, May 18, the following directors were chosen: P. E. 
Hall, Cedar Rapids, Ia.; Horace Williams, Clinton, la.: 
James Blair, Scranton, Pa.; D. C. Blair, Belvidere, N. J. 
John I. Biair, Blairstown, N. J.; 
North Easton, Mass.: Wim. 
Boston. 


State Line d& Sullivan.—At the annual meeting in Phila- 
delphia, May 18, the following were chosen: President, J. 
Raymond Claghorn ; directors, J. F. Audenried, N. N. Betts, 
Wm. B. Bullock, E. M. Davis, Charles M. Foulke, E. Hoopes, 
E. Lewis. The board elected I. O. Blight Superintendent 
and General Manager ; O. A. Baldwin, Secretary ; Henry 
C. Davis, Treasurer. 


Terre Haute & Mississippi.—The directors of this new 
company are: Robert 8. Cox, Terre Haute, Ind.; C. W. 
Powell, Paris, Il.; W. B. Dunlap, E. R. McClure, D. T. Me- 
Intyre, Mattoon, Ill. 


Western Trunk Lines Association.—At a meeting of this 
association held in Chicago last week it was announced that 
Mr. James Charlton would be unable to accept the office of 
Commis ioner. The Association then elected as Commis- 
sioner Mr. W. H. Dixon, now Northwestern Passenger Agent 
at St. Paul for the Chicago, Milwaukee & St. Paul. Mr. 
Dixon has accepted the position. His office will be in Chi- 
cago. 


.; F. L. Ames, Oliver Ames, 
T. Glidden, David P. Kimball, 


Wheeling, Parkersburg d& Charleston.—At « meeting 
held in Parkersburg, W. Va., last week, the following di- 
rectors were chosen for this new company: John W. Mc- 
Lure, Wm. F. Peterson,Ohio County,W.Va.; W. N. Chancel- 
lor, D. R. Neale, C. H. Shattuck, G. W. Thompson, Jr., 
Wood County, W. Va.; R. H. Browse, Pleasants County, 
W. Va.; Wm. Woodyard, Roane County, W. Va.; B. W. 
Byrne, Isaac N. Smith, Kanawha County, W.Va. The 
board elected D. R. Neale President ; G. W. Thompson, Jr., 
Vice-President ; W. N. Chancellor, Secretary and Treas- 
urer; D. R. Neale, G. W. Thompson, Jr., C. H. Shattuck, 
Executive Committee. The company’s address is Parkers- 
burg, Wood County, W: Va. 


PERSONAL. 


—Mr. L. L. Keller has resigned his position as General 
Road-Master of the Chicago & Alton road. 


—Mr. Joshua Rose, well known tor his writings on shop 
practice, etc., has become one of the editors and proprietors 
of the Mechanical Engineer. 


—It may interest some of the friends of Mr. M. N. Forney 
to know that he has been obli to postpone his visit to 
Europe, and that he will not sail before June 30 next. 


—Pittsburgh dispatches apart that Mr. J. D. Layng, Gen- 
eral Manager of the Pennsylvania Company’s lines, has ten- 
dered his resignation, and that he will accept a position 
offered him by the Chicago & Northwestern Company. 











—Mr. Nathan Carruth, for many years a prominent mer- 
chant of Boston, died May 19, at his residence in Dorchester, 
aged 72 years. He was one of the original projectors of the 
Old Colony Railroad and was the first President of the com- 
pany. He was also for a time Treasurer of the Northern 
(New Hampshire) Company. 


—Mr. W. L. Gilmore, having resigned his position as Fore- 
man of the Lake Shore & Michigan Scuthern shops at Nor- 
walk, O., to become Division Master Mechanic on the Cleve- 
land, Columbus, Cincinnati & Indianapolis, was presented 
recently with a very handsome silver set by the employés of 
the shops lately under his charge. 


—Mr. Thomas A. Scott died of paralysis at his country 
seat near Darby, Pa., May 21, at 9 o’clock inthe evening. He 
passed away quietly, never recovering from his unconscious 
state. His funeral took place on the afternoon of May 24, 
services being held at his residence and at the grave at 
Woodlands by Bishop Stevens and other ministers. At the 
house there were present only his family and the officers of 
the Pennsylvania Railroad who acted as pall-bearers : at the 
cemetery there was a large assembly of :railroad men and 
other friends, including many men of note in public life. An 
extended notice of his life will be found in another column. 


TRAFFIC AND EARNINGS. 





Railroad Earnings. 
Earnings for various periods are reported as follows: 
Four months ending April 30: 
1881. 1880. Ine. or Dec. 


$379,458 $377,019 I. $2,439 
76,840 
169,554 

Pennsylvania 13,889.508 
Net earnings..... 5,819,804 
Three months ending March 30: 

Chi.. Bur. & Quin. $3,760,918 
Net earnings..... 1,584,169 
Month of March: 

Chi., Bur. & Quin. $1,418,149 
Net earnings .... 665,286 
Month of April: 

Memphis, Pad. & 
BN Gas guacatele’s > $19,191 

Minn. & St. Louis.. 75, 

Paducah & E‘town 41,957 

Pennsylvania 3,760,373 
Net earnings... 1.655,811 
Second weel: in May: 

Chi. & East. Ill.... $ 

Chi., Mil. & St. P 3 

1 
1 


68,104 I. 

123,211 L 

12,794,681 I 
5,605,111 


8,736 
46,331 
1,094,827 
214,693 


. $816,220 
865,977 


$1,732,518 
988,199 


$14,066 
38,003 
28,941 
3,488,367" 
1,495,583 


22,970 $26,960 
7,000 239,173 
5 41,958 
1 91,138 


Denver & R.G..... 

St. L., Ir. Mt. & So. 
Third week in May: 

Northern Pacific... $80, 447 
Week ending May 13: 

Great Western $95,158 
Week ending May 14: 

Chi. & Gr. Trunk... 


2 
1 
15,258 
21,900 


$49,138 $31,309 


$87,213 $7.945 
$24,997 $21,826 1. 
Coal Movement. 
Coal tonnages are reported as follows for the week ending 
May 14 


$3,081 15.1 


1881. 1880, PB. 
10.8 
16.1 
25.3 
104 9 


Ine. or Dec. 
Anthracite.... ‘ I. 40,045 
Semi-bituminous 96,275 2,927 I. 13,346 
Bituminous, Penna D. 15,733 
Coke, Penna. .......... I. 26,781 


Cumberland trade is improving. The semi-bituminous 
trade is large. 3 . 

Coal shipments over the Seattle & Walla Walla road and 
by sea from Seattle, Wash. Ter., in April were 12,505 tons. 
For the four monthsending April 30 they were: 1881, 47,- 
464; 1880, 40,537; increase, 6,927 tons, or 17.1 per cent. 

Chicago and Milwaukee Receipts. 

For the first three weeks of May receipts were as follows : 
Chicago: 1878. 1879. 1881. 
Grain, bush....... 8,115,723 5,837,173 4,858,786 
Flour, bbls........ 169,541 194,668 233,666 
Hogs, No.......... 263,965 331,329 301,212 
Milwaukee: 
Grain, bush .... 
Flour, bbls... 

Hogs, No 


1880. 
9,531,210 
161,963 
411.375 
1,590,184 1,102,890 
147,239 131,180 118,425 196,228 
7,945 10,178 13,146 14,924 


The receipts of grain at Chicago for the three weeks were 
thus little more than half as great as last year, and the 
smallest for four years, and though there was a large in- 
crease in flour receipts, still the receipts of grain and flour 
together were smallest this year. 

At Milwaukee the grain receipts were 271¢ per cent. less 
than last year, little more than half as much as in 1879, and 
a little more than a third as much as in 1878. Taking flour 
and grain together, however, Milwaukee’s receipts were 
somewhat larger than last year, though less than in 1878 
and 1879. 


. 2,322.050 801,023 


Grain Movement. 

For the week ending May 14 receipts and shipments of 
grain of all kinds at the eight reporting Northwestern mar- 
kets and receipts at the seven Atlantic ports have been, in 
bushels, for the past eight years: 


Northwestern --—Northwestern shipments.——, Atlantic 
receipts. otal. By rail. P.c. by rail. receipts. 
4,110,859 904,240 22.0 3,492,012 
2,416,771 850,929 35.5 1,691,558 
3,618,474 3,941,860 
1,997,738 2,575,025 
6,359,345 
4,549,127 
1,23 6,152,638 
1,039, 33,647,404 
The receipts of the Northwestern markets for the week 
this year are a fourth less than in the corresponding week of 
last year, but about the same as the week before and as the 
average of since March last. The shipments of these mar- 
kets are smaller than in the corresponding week of the three 
preceding years, and a sixth less than the week before, and 
the rail shipments also. The rail shipments have not been 
so small before since November, 1879; but this was doubt- 
less largely due to the switchmen’s strike at Chicago and 
Milwaukee. The number of bushels and the og ee of 
the whole shipped by lake, rail, and down the Mississippi 
were: 


Year. 


2.280.422 
. .2,622,020 
. 2,506,649 
,896, 219 
510,383 


Lake. 
I, 0x55:2000.506 - 2,617,205 
Per cent 63.6 
These lake shipments are hght, and that in a week when 
rail shipments were interrupted; but as it was the second 
week of lake navigation, during the first part of which few 
or no vessels had arrived from below, while those wintering 
on Lake Michigan had already cleared, this fact may not 
have much significance. 
The Atlantic receipts were smaller than in the corres- 
ponding week of the three years next previous, and 40 per 


River. 
442,889 
10.8 


Rail. 
1,039,250 
25.6 





cent. less than last E pond but last year there were full re- 
ceipts by canal, and this ie substantially none. Compared 
with the previous week the receipts this year were 27 per 
cent. greater, but with that exception they were among the 
smallest of the spring. 

Of the Northwestern receipts, Chicago had 38.8 per cent., 
Toledo 17.2, St. Louis 16.9, Peoria 15.1, Milwaukee 6.3, 
Detroit 3.5, and Cleveland 2.2 per cent. The reveipts at 
Chicago, in spite of the switchmen’s strike (which did not 
affect receipts as much as rail shipments), were with one ex- 
ception the largest of the year, yet. were only about 
half as great as in the corresponding week of last year. St. 
Louis receipts are larger than the week before, but with that 
exception are the smallest since navigation on the Mississippi 
opened last February, probably because of the competition 
of the lakes and low ocean freights from New York. 

Of the Atlantic receipts New York had 49 per cent, New 
Orleans 13,5, Boston 10.2, Montreal 9.6, Philadelphia 8.9, 
Baltimore 7.6, and Portland 1.2 per cent. The most 
notable feature is the extraordinarily light receipts 
(275,825 bushels) at Baltimore, which are the smallest for 
a year, when also there was a sudden and great decrease in 
Baltimore receipts, from which there was a quick recovery. 
Montreal, for the tirst time this season, has large receipts— 
more than in all the year previous, and may be expected 
hereafter to have its full share of the grain. Two-thirds of 
the Atlantic receipts during the week were at the three 
ports which receive by water, though their receipts were 
not half by water in this week. 

— from Atlantic ports for five successive weeks have 
en: 

-_——— -- Week ending = 

May 18. May 11. May 4. Apr.27. Apr 20 

Flour, bbls... 101,310 73,411 104,271 118,901 138,759 

Grain, bu....3,114,802 3.371,309 2,397,958 3,117,793 3,528,623 

For the week ending May 20 the receipts at the four lead- 
ing Eastern ports were: 


Balti- 


New York. Boston. Philadelphia. more. 
| eer 276,315 643,550 597,053 


i erry 309,160 1,089,700 435,452 


Of the receipts at New York this year 1,888,124 bushels, 
or 48 per cent., were by rail, the balance being nearly all 
by canal, and including the grain frozen in on the Eastern 
Division of the canai last winter, being the first consider- 
able canal receipts of the year. New York grain receipts 
down to the end of this week were nearly the same this year 
as last, but the receipts of the other three ports were 6,000,- 
000 less than last year. Meanwhile New York flour receipts 
were 816,000 barrels more than last year, and the flour re- 
ceipts of the other three ports 628,000 barrels more, as fol- 
lows: 

R31. S380. Inc. or Dec. P. ¢. 
\ Grain, bush. .29,489,162 345 I. 1,17 

... Flour, bbls. . 2,843,682 1,527,583 I 816,099 55 
‘Total, bush..40,085 731 3: 468 L. 4, 84,263 
( Grain, bush.29,464,361 37 1.5,818,876 
Other three ports < Flour, bbis.. 1,682,124 3,061 I. 625,263 
(Total, bush.37,033,919 5,811 D.2,991,692 
The four, total, bush 77,068,650 77,079 I. 1,091,571 


In the total receipts of the four ports, grain and flour, 
there is thus very little change—an increase of 1.4 per cent., 
but this is the result of an increase of 11.3 per cent. in the 
New York receipts and a decrease of 7.5 per cent. in the 
receipts of the three other ports. In grain alone there isa 
decrease of 5,400,000 bushels—nearly 8 per cent.; but the 
increase of 56 per cent. in flour was equivalent to about 
6,500,000 bushels of wheat. 


Chicago Shipments Eastward. 


New York 


For the week ending May 14, during which shipments 
were interrupted by the strike, but not tothe same extent 
as the week before, the through shipments from Chicago to 
the East amounted to 19,526 tons, of which 10,732 tons 
were grain and 3,418 flour. ‘The Lake Shore seemed to suf- 
fer most and the Grand Trunk and the Pan-Handle least. 
The tons and percentage shipped by each line in this week 
were : 


° 


Grand Trunk. 

Michigan Central......... ..... ; 
Lake Shore 

Fort Wayne 

Pan-Handle 

Baltimore & Ohio 


CE nell Leda] 
ab aap a me 
CI aD 


The shipments fcr the previous week were 22,351 tons. In 
both these weeks the switchmen’s strike greatly reduced 
shipments. In the week ending May 21, for which we have 
not full reports, shipments of 9,000 tons a day or more were 
common. 

In the last two weeks of April, which was before the 
strike, the shipments were 116,976 tons, an average of 9,748 
tons daily. Considering the low lake and canal rates ship- 
ments of 50,000 tons a week may be considered heavy. Last 
year the shipments in May were the lightest in the year, 
averaging 28,693 tons per week, znd in the first two weeks 
being 51,485, against 41,877 this year, with a serious strike 
raging. 





THE SCRAP HEAP. 


Locomotive Building. 


The Utica (N. Y.) Herald says: ‘‘A New York company 
proposes to erect locomotive engine works at Rome, provided 
the capitalists of that city can raise suflicient funds to niake 
it an object to go to that city. It is estimated that $175,000 
capital will |. needed, of which the Komans are 
asked to 1aise $80,000 or $75,000, the remainder 
to be raised in New York city. From five to seven acres 
of land will be needed, and the works would employ from 
800 to 1,000 men. ‘There is not an argument in favor of 
locating these works at Rome which wi'l not apply to Utica; 
in fact this city offers many superior advantages,” 

Tbe Brooks Locomotive Works, at Dunkirk, N. Y., are 
building four locomotives for the Rochester & Pittsburgh 
road. 


Car Notes. 


The Peninsular Car Works are turning ont about 15 
freight cars a day from the Detroit shopsand 8a day from 
the Adrian shops. The erecting shop at the Detroit works 
is to be lengthened out by an addition of 100 ft. 

The Cleveland (O.) Bridge & Car Works are turning out 
10 freight carsaday. Just now they are filling a y Foam 
order for the Buffalo, Pittsburgh & Western road. 

Pennock Brothers, at Minerva, O., have taken a contract 
to build 430 additional freight cars forthe Connotton Vailey 
road. 

The Pullman Car Works, at Detroit, have just completed 
two very handsome new sleeping cars for use on the Chi- 
cago, Burlington & Quincy road. 

‘he Milwaukee Grain l'ransportition Co. has been or- 
ganized at Milwaukee, Wis., with a capital stock of $1,000,- 
000, to build cylinder grain cars under the Prosser cylinder 
car patent. 

The LaFayette Car Co., at LaFayette, Ind., is building a 
number of freight cars for the Rochester & Pittsburgh road. 
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Bridge Notes, : 
The Cleveland Bridge & Car Works, in Cleveland, O., 


have just shipped an iron bridge 600 ft. long to heen ne 
Manitoba. They bave just completed an iron bridge whic 
is to go to Brazil. 


lron and Manufacturing Notes. 


The old Spuyten Duyvil Rolling Mill, in New York, will 
be started up about June 1, making steel rails. 

The firm operating the Duquesne Forge in Pittsburgh has 
been chan from Miller & Lloyd to Wm. Miller, Son & 
Co. The forge is very busy. 

An addition to the bolt works of Oliver Bros. & Phillips, 
at Pittsburgh, is to be put up and supplied with the latest 
machinery for the manufacture of bolts. 

The Cuyahoga Falls (O.) Barbed Fence Co. has taken a 
contract for barbed wire fence for the entire length of the 
Ohio Central road. 

The American Manufacturer (Pittsburgh) says: ‘‘ The 
Siemens-Anderson Steel Co. expect to have their new steel 
Plant—consisting of four Siemens rotating furnaces, for 
making iron sponge direct from the ore, together with the 
necessary appurtenances for converting the same into steel— 
ready for operations by Aug. 1 next. 

‘* The Pittsburgh Steel Casting Co. are running every en- 
gine, crane, furnace, pulley, hammer, shear and even wheel- 
barrow about their place. To do this requires a large force 
of hands.” 

The Georgia Iron Works, at Atlanta, Ga., have been 
started up by the Receiver after a few days’ stoppage, and 
the rolling mill will probably be kept at work for some time. 


The Rail Market. 


Of steel rails the Iron Age says: ‘‘ There has been a good 
deal of business done during the week, but at a very wide 
range of prices. Asale of 2,500 tons, for summer delivery, 
was made at about 363, at mill, with other sales from that 
down to $56 at mill. For summer delivery $62.50 and up- 
ward is quoted, and orders hard to place. Foreign rails are 
offered at about $61.50 to $62.50 (according to port) for 
July and August shipment, and several lots taken at about 
362. For winter delivery there has been some pressure to 
sell, and one Pennsylvania mill has taken an order from a 
Southern road at about $56 for 20,000 tons. The rapidly 
increasing capacity for production leads manufacturers to 
fill up as largely as possible, and it now seems likely that at 
anything above $56 buyers will take hold very sparingly, 
unless their necessities are urgent.” 

Iron raiis are active and sales are reported at $46.50 to 
$51 per ton at mill, according to section. 

Old iron rails are steady, but with few sales, holders askin 
$27 to $28 per ton in Philadelphia, while buyers are dispose 
to hold back for lower prices. 


Prices of Scrap Metal. 


The market is fairly active and prices of scrap generally 
steady. Pittsburgh quotations are as follows: No. 
wrought scrap, $29 to $30 per net ton; old car axles, $35 to 
$37; boiler iron, $29 to $30; wrought turnings, $22 to $23; 
old car springs, $38 to $40; steel rail euds, $29 to $30 per 
gross ton; old car wheels, $30 to $82 per gross ton; No. 1 
machinery scrap, $22 to $23; cast borin 5, 816 to $17. 

In Philadelphia crop ends (of steel rails) are quoted about 
$26.50 per ton. 


New York & New England Passenger Cars. 


The Boston Transcript thus describes the new passenger 
cars which the New York & New England Company is 
a its Norwood shops: 

‘*Each will accommodate 68 passengers. The cars are 
9 ft. 4 in. wide and 54 ft. 4 in. long, exclusive of platforms. 
The interior will be finished in ash, mahogany and walnut, 
the ceiling and inside of the lower deck divided off into 
panels, and all the interior woodwork elaborately molded 
into exquisitely beautiful deeigns. Four of the 
cars will be finished entirely in ash, with heavier 
moldings than the others. Each car has a_ large 
saloon, fitted with washbowl and usual conveniences; 
the windows are large, and cut low, so that one can look out 
without straining his neck to dislocation, and the seats are 
patterns of elegance and ease. The iron frames of these 
seats are after an entirely new design, and harmonize with 
the general Eastlake effect that pervades the car. The 
arm-rests are of nickel, and the seats upholstered in 
crimson plush. The cushions are marvels of ease, 
the springs being so arranged as to obviate the 
disagreeable cutting under the knees more or less 
noticeable in car seats generally. The backs are also soft as 
downy pillows are, and the upholstering extends sufficiently 
far back to make an easy head-rest. Each car will be 
lighted by four double student lamps of chaste design, and 
heated by Spear’s heaters, the hot air being carried iu tin 
conductors having register escapes between the seats. The 
exterior is of the Pullman color, umber, with black and gold 
trimmings. The cars are provided with elliptic quadruple 
springs, Pompton bar springs, Miller platforms and West- 
inghouse automatic brakes. In a word, they are elegant, 
strong and altogether perfect.” 


Improving the Opportunity. 

Upon the railroad between Galveston and Austin they tell 
that Jay Gould and his party, while in Texas, stopped at a 
farm house along the line of the railroad to get some fresh 
eggs and milk. The party furnishing the refreshments 
wanted $50 a dozen for his eggs. Jay Gould remarked that 
eggs must be scarce, to ask that much for them. 

“There are plenty of eggs here,” responded the genial 
host, ‘‘ but fellers like you,, that can afford to pay such 
prices, are scarce. That’s why eggs are worth $50 a dozen 
on this joyous occasion.”—Galveston News. 


Old Colony Railroad Association. 

This association, composed of officers and employés of the 
Old Colony road, has lately fitted up two pleasant rooms in 
the passenger depot in Boston, the use of which is given by 
the company, for the comfort and convenience of its mem- 
bers. One of the roomsis a reading room, and is provided 
with files of newspapers and periodicals, implements for 
writing and various games. The other room is a library, in 
which a collection of books will be placed, additions to 
which will be made as the means of the Association permit. 
A Florida Railroad. 


The Tallahassee (Fla.) Floridian gives the following 
account of a trip over the branch line from Tallahassee to 
the old but now decayed sea-port of St. Marks: ‘‘ The party 
took position on the engine and tender, wherever they 
could find a tender spot for aseat, and the ride to the Gulf 
was very exhilarating, the fresh morning air invigorating 
the lungs and entire system at every breath, 
and the monotony of the trip bei varied by 
the excitement of watching the _ trac which is 
just now one of the most remarkable pieces of patch- 
work of its kind extant. The wheels sometimes jum ps in 
the iron several inches wide, and held the crooked rails with 
marvelous tenacity in places where the ends would branch 
off from the joint toward Apalachicola so much that they 
looked like switches. In one place the ancient ties had all 
disappeared, and the iron seemed to lie directly on the sand, 


Near Belair, the track for one or two miles is made of scraps 
from 2 to 5 feet in length. The only safeguard against acci- 
dents was sheer luck, as embodied in the persons of En- 
— wa and Conductor Bull, who brought us safely 
through. 


A Curious Fare Decision. 


A case of considerable interest to railroad conductors was 
tried in the Dorchester District Court Saturday raped 
A man named Julian W. Bliss was complained of for evad- 
ing fare on the Old Colony Railroad, May 4. The conductor 
asked him for his ticket twice after he had left the train and 
was on the ee of the depot. The facts of the case are 
as follows: Bliss, who represents himself to be a teacher of 
Greek and Latin, got upon the train leaving the Old 
Colony depot, Boston, at 8 o’clock Wednesday eve- 
ning, May 4, and, after riding a short distance, went into 
the saloon in the car, in which he remained until they ar- 
rived at Crescent avenue station, when he came out and got 
off the train and started to leave the premises, but was 
cncgpes by the conductor, who asked him for his ticket, 
and, after repens his request for his ticket, informed 
Bliss that he should arrest bim, at the same time placing bis 
hand on Bliss’ shoulder. Bliss jumped away and struck 
the conductor with a cane, and then ran. In court Bliss 
said that he always paid his fare on the road. Associate 
Justice Fisher said that, as the conductor did not demand 
his ticket on the train, and as it was shown by the evidence 
that the man had purchased a ticket from Boston to Cres- 
cent avenue station, although he did not choose to show his 
certificate or ticket after leaving the train, he should find 
i 4 guilty, and order him to be discharged.—Boston 

eratd, 


A Tramp’s Ticket. 


Upon the arrival of the train from the East a few days 
since, one of the officers of the depot noticed a man emerge 
from underneath one of the cars and basten away out of 
~ og to the rear of the depot. Suspecting him to be a tramp 
who had been beating a ride the officer made an examina- 
tion, and between the four wheels under one end of the 
car found a small piece of board dropped upon the ground 
which had been carefully prepared and used by the 
impecunious traveler as a seat. The bit of board was 
five inches by nine in size and seven-eighths of an 
inch in thickness. Across one side of this a_half- 
inch slot had been cut so as to fit a half-inch bar of iron ex- 
tending across the truck and upon which the rider balanced 
himself. Upon the other side of the board was a cushion, 
made by tacking on a piece of sheep pelt. Tucked under- 
neath this was found the tramp’s ticket, composed of a piece 
of paste-board torn from a show card, and upon which was 
written: “‘Tramp’s ticket from New York to San Francisco. 
Good for any train until fired off.” It is not known whether 
the fellow had succeeded in beating his way in this perilous 
position upon different trains the entire distance from New 
York, but the improvised seat bore the marks of a great 
deal of handling and wear, and the ticket secured with it is 
the first tramp’s through ticket that the company bas ‘‘ taken 
up.”—Sacramento Record, 


Fastenings for Bonded Cars. 


The Treasury Department has Jet the contract for furnish- 
ing seals for bonded cars to E. J. Brooks & Co., of New York. 
The pattern adopted is the patent cross-wise seal, which has 
been in use by the Blue Line, the Merchants’ Dispatch, the 
ge Southern, the Pennsylvania Railroad and other 
ines. 


OLD AND NEW ROADS. 


Blue Ridge.—This road, including the finished section 
in South Carolina, and the unfinished line in South Car- 
olina, Georgia and Tennessee, has been transferred by the 
trustees to the Columbia & Greenville Company, which 
has operated the completed portion from Anderson to 
Walhalla for some time. 





Broad Mountain.—This company bas been organized 
to build a railroad from the Lehigh Valley road, near De- 
lano, Pa., to the Middle Lehigh colliery, in New Boston. 
The road will be five miles long, and will tap a district here- 
tofore dependent on the Reading road. 


Buffalo, New York & Philadelphia.—It is now 
reported that the syndicate which lately bought this road 
have sold it to the Pennsylvania Railroad Company. One 
of the chief grounds for this report is a recent purchase by 
that company of land on the water front at Buffalo. 


Cairo & St. Louis.—A final decree of foreclosure and 
sale has been granted, and the sale of the road will probably 
take place July 14. The decree fixes the amount of bonds 
and overdue coupons at $4,301,157, and gives judgment for 
that amount. 


Central, of New Jersey.—The North American says : 
“A syndicate has been formed to build the link be- 
tween Red Bank and Youngstown, in the Jersey Central 
through line. It is composed of people interested in the 
Jersey Central, Wabash, Rochester & Pittsburgh and New 
York, Chicago & St. Louis roads. They have bought the 
Pittsburgh & Western narrow-gauge and will widen it toa 


standard-gauge. They will also build to Youngs- 
town. he cost of the narrow-gauge road and of 
building the gap is stated at %6,000,000. From 


Youngstown the Atlantic & Great Western will be used to 
Cleveland, and the New York, Chicago & St. Louis road 
from Cleveland -to Fort Wayne, where the Wabash is 
reached. The Rochester & Pittsburgh will build to Red 
Bank, thence using the Pittsburgh Branch of the Jersey Cen- 
tral line. This is a separate branch, and connection will be 
under the management of a separate company, composed of 
representatives of the four roads represented. Each of the 
roads will have equal rights over the joint road. Another 
story is that the contract with the New York, Chicago & St. 
Louis road is only for the use by the former of the terminal 
facilities of the latter in Buffalo.” 


Chicago, Rock Island & Pacific.—A report comes 
simultaneously from Chicago and St. Paul that this com- 
pany intends to builda line from Des Moines, Ia., north- 
ward through lowa and Minnesota tosome point on the 
Northern Pacific. 


Cincinnati, Hamilton & Dayton and Cleveland, 
Columbus, Cincinnati & Indianapolis Consolida- 
tion.—Cincinvati dispatches state that an agreement of 
consolidation between these two coinpanies has been com- 
pleted. The stock of both companies is to be put into the 
new corporation at par. 


Cincinnati Southern.—The new track of this, road 
from Boyce Station to Chattanooga, five miles, has been 
completed and is now in use. It is parallel to the 
Western & Atlantic track, which the trains of this road 
have heretofore used between Boyce and Chattanooga. 


Columbus, Chic: & Indiana Central.—The Pullen 


claim to the section of this road, formerly known as the 





Richinond & Newcastle, has been settled by the purchase of 


the $300,000 old Richmond & Newcastle bonds from Mr. 
Richard Pullen, as trustee, by the Pennsylvania Company. 


Connecticut Western.—At a meeting held in Hartford 
May 25, holders of $1,863,500 bonds voted to accept the ac 
of the Connecticut Legislature authorizing the bondholders 
to organize a new company and take possession of the road. 
The name of the new company will be the Hartford & Con- 
necticut Western. 


Danville, Olney & Ohio River.—It is reported that 
arrangements have been made to change the gauge of this 
road from 3 ft. to standard gauge, and to phew, it south to 
a connection with the Ohio ississippi, and north by east 
to Danville, Il. It is now in operation from Kansas, IIl., 
south to West Liberty, 4814 miles. 


Dayton & Southeastern.—This road was,on May 21, 
by order ot the Court, discharged from the receivership and 
formally transferred to the Toledo, Delphos & ede 
Company, that company paying or assuming all the indebt- 
edness of the Receiver and the company. This is in accor- 
dance with the arrangement by which the controlling inter- 
est in the stock was sold to the Toledo Company. 


Detroit, Butler & St. Louis.—The track is now laid on 
this road from Butler, Ind., northeast to Morenci, Mich., 42 
miles, leaving about 13 miles between the end of the track 
and Adrian, whence iron was laid to Detroit last year. On 
this eastern section the work of ballasting, finishing up and 
building stations is progressing rapidly. From Adrian to 
Detroit the ballasting is nearly all finished and the road 
ready for trains. Onthe gap of 15 milesthe grading is 
— done, and track will probably be laid intwo or three 
weeks, 


Galveston, Houston & Henderson.—A_ Galveston 
dispatch reports for the second time that a controlling inter- 
est in this road has been secured by Jay Gould in the inter- 
est of his Texas system of roads. 


George’s Creek & Cumberland.—The Maryland 
Board of Public Works held a meeting in Annapolis, May 
19, at the close of which the following statement was made 
public: ‘‘The su ject of the a eee connection of the 
George’s Creek & Cumberland Railroad with the Baltimore 
& Ohio Railroad, in the city of Cumberland, being under 
further consideration, and, in consideration of ali the pre- 
mises, the board have ordered as follows, to wit: That the 
Baltimore & Ohio Railroad Company having agreed to a 
point of connection with said George’s Creek & Cumberland 
Railroad Company at Polk street, in said city of Cumberland, 
and having further agreed to construct a track from Fred- 
erick street, there connecting with the main tracks of the 
Baltimore & Ohio Railroad leading to the basins and wharves 
of the Chesapeake & Obio Canal to said Polk street, there 
to connect with a track to be constructed by the George’s 
Creek & Cumberland Railroad Company; and the said Bal- 
timore & Obio Railroad Company having further agreed to 
give immediate transportation by a convenient temporary 
connection with the track of the Pennsylvania & Cum- 
berland road to the George’s Creek & Cumberland road 
for all coal that may be offered by it for transporta- 
tion to the basins and wharves of the Chesapeake & Ohio 
Canal until such reasonable time for the construction of the 
tracks aforesaid, it is, therefore, held by the board, and as 
the unanimous opinions of the members thereof, that said 
point of connection at Polkstreet is an expedient and proper 
connection to be made by said railroads, and that in the 
opinion of the board the said George's Creek Company 
should proceéd to construct a_ track by an undergrade 
crossing of the tracks of the Baltimore & Ohio Railroad, 
and thence on to said point of connection at Polk street 
with the track of the Baltimore & Ohio to be constructed as 
aforesaid from Frederick street, the said George’s Creek 
Railroad Company abandoning the present grade crossing 
over the Baltimore & Ohio road, and the Baltimore & Ohio 
Railroad Company giving reasonable facilities for such 
undercrossing by raising its tracks to such reasonable 
and proper height at such point as may be required 
to make such undercrossing practicable, and this board 
most recommend all the same to the favorable consideration 
and action of the George’s Creek & Cumberland Railroad 
Company as an amicable and fair solution of the present 
differences, and giving to the George’s Creek & Cumberland 
Railroad immediate transportation for coal to the basins and 
wharves of the Chesapeake & Obio Canal, and it is ordered 
that a copy of the proceedings aforesaid be furnished the 
George’s Creek & Cumberland and Baltimore & Obio rail- 
road companies and Chesapeake & Obio Canal Company.” 


Green Bay & Minnesota.—The purchasers at the fore- 
closure sale have filed articles of incorporation of a new cotn- 
yany, to be known as the Green Bay, Winona & St. Paul. 
The capital stock will be $10,000,000, 


Gulf, Colorado & Santa Fe.—Grading is now com- 
pleted for some 30 miles west of Belton, Tex., on the exten- 
sion to Lampasas Springs. On the Ft. Worth Branch much 
grading has been done, and track is laid to Banks, 24 miles 
northward from the junction with the main line, which is 
eight miles southeast of Belton. 


Houston & Texas Central.—Notice is given that offers 
for the redemption of the income and indemnity bonds, to 
the extent of the entire issue now outstanding, will be re- 
ceived at the company’s office in Houston, Tex., until June 
21, next. If, as provided in the deed of trust, the said tonds 
cannot then be obtained below par, notice of 30 days will be 
given for their redemptioa, and interest upon them will cease 
at the expiration of such notice. 

e entire issue of these bonds was $2,500,000; they were 
issued in 1877 and bear 7 per cent. interest. 


Illinois Midland.—Mr. G. H. Moller, of New York, has 
begun a suit in the United States Circuit Court to set aside 
the transfer of the Paris & Decatur road to the Peoria 
Atlanta & Decatur Company, which afterwards became the 
Illinois Midland. The complainant charges that the sale was 
bad improperly and by collusion between the creditors and 
certain officers of the company. 


Iron Bridge & Morewood.—This company has been 
organized to build a branch from the Pittsburgh Division of 
the Baltimore & Ohio to the Morewood voke works in the 
Connellsville Region. It will be about two miles long. 


Marquette, Houghton & Ontonagon. —It is officially 
announced that this company has sold its land grant, about 
400,000 acres, for $2,500,000. The money, it is understood, 
will be used to redeem the 6 per cent. bonds, leaving the 8 
per cent. bonds the only lien on the road. ‘This wiil leave 
some prospect of dividends to the stockholders, if the present 
prosperity of the road continues. ° 


Midland, of Pennsylvania.—This company has been 
organized to build the Pennsyivania section of the proposed 
extension of the Midland, of New Jersey, to Tamaqua. 


Missouri, Kansas & Texas.—At a special meeting held 
immediately before the annual meeting in Parsons, Kan . 
May 19, it was resolved that the stockholders approve ail 





morteee and contracts made by th? present management 
in reference to the Missouri, Kansas & Texas road during 











the time they bave had possession of the same. It was also 
resolved to continue the construction of the road through to 
the city of Mexico, the stock of the consolidated company 
being increased $47,000,000 for the purpose. The meeting 
then adjourned. 


Missouri Pacific.—To provide for the business of its 
own and leased lines and the various “a nae extensions, 
this company has now under contract 40 heavy locomotives, 
26 passenger and 3,000 freight cars. " 

Surveys are to be made for several branches, which are, 
apparently, intended to duplicate the St. Louis & San Fran- 
cisco road and its branches with a system of parallel lines. 


Montreal & Sorel.—Application has been made to the 
provincial Legislature of Quebec to incorporate this com- 

ny with an authorized capital of $750,000 and power to 
Build a railroad from a point on the River St. Lawrence, op- 
posite or nearly opposite the city of Montreal, to the town 
of Sorel, or to a point on the River Richelieu, opposite the 
said town of Sorel ; to cross any other line of railway which 
it may meet, and to build any bridge required over any 
water course or river. The company shal] also have power 
to construct a bridge across the River Richelieu at or near 
the St. Ours Locks, and to continue their line of railway to 
some point on the Southeastern Railway, between the town 
of Sorel and the village of St. Guiliaume. The applicants 
are James F. Armstrong, Cyrille Labelle, Antoine Alphonse 
Taillon, Christopher B. Carter and Charles N. Armstrong. 
Work must be commenced within six months, and com- 
pleted within two years after the sanctioning of the act. 


New Bonds.—New issues of bonds have been put on the 
market as follows: 

The Nashville, Chattanooga & St, Louis received pro- 
posals up to May 27, at its office in Nashville, Tenn., for an 
issue of $1,000,000 new second-mortgage 6 per cent. bonds, 
having 30 yearstorun. The total bonded debt of the com- 
pany is $8,502,000 on 463 miles of road. The new bonds, 
we believe, are to be used to pay for improvements of the 
road and new equipment. 

The Chicago, Milwaukee & St. Paul offers, through Kuhn, 
Loeb & Co., of New York, $5,000,000 new 5 per cent. bonds 
having 40 years to run, secured by first mortgage upon the 
Chicago & Pacific Western Division, the new line to Council 
Bluffs. The proceeds are to be used in the construction of 
the new lines which the company has now in progress. The 
bonds are offered at par and interest. 


New Castle & Franklin.—The purchasers of this road 
at the recent foreclosure sale have organized the New Castile 
& Oil City Company. The new organization is controlled 
by the Pitisburgh, Titusville & Buffalo Company. 


New York City & Northern.—This company is now 
running three trains daily each way over its road, one be 
ing a milk train. All its trains connect with those of the 
Manhattan Elevated road for the lower part of the city. 
The stations on the road, with the distances from the termi- 
nus at High Bridge are: Morris Dock, 1 mile ; Kingsbridge, 
234 ; Van Cortlandt, 4 ; South Yonkers, 7 ; North Yonkers, 
914: Odell, 1134; Ashford, 13%4; Elmsford, 17; East 
Tarrytown, 1914; Tarrytown Heights, 20!¢ ; Sleepy Hol- 
low, 2214 ; Whitsons, 24! ; Merritt’s Corners, 2734 ; Cro- 
ton Lake (South), 30 ; Croton Lake (North), 31; Yorktown, 
34144 ; Amawalk, 3514 ; West Somers, 37; Baldwin Place, 
3934; Harlem Crossing, 41'4; Mahopac. 42!5 ; Crafts, 
4454 ; Carmel, 47 ; Tilly Foster, 48°; ; Brewster, 51 miles. 


New York & New England.—A Newburg corres 
pondent of the New York Herald writes as follows of the 

lans of this company at its Hudson River terminus: *‘ The 

ew York & New England has leased the right to run its 
trains on the Newburg, Dutchess & Connecticut Company’s 
road from Hopewell, a station about twenty-three miles 
this side of Brewsters, to Wicopee, in Dutchess 
ring and only about one mile from the Hudson River. 
From Wicopee a track will be laid through the old cut just 
below the rubber works and passing north of the new brick 
yards just constructed on the lands of Homer Ramsdell at 
Denning’s Point. The line will take the old grade originally 
made for the poe Boston, Hartford & Erie road to the 
north shore of the Point, crossing the Hudson River Railroad 
tracks by a bridge. From this point the road will strike out 
in the river about 100 feet from the shore,and parallel with the 
Hudson River Railroad,to the new dock that is now being con- 
structed at Fishkill Landing. From Denning’s Point to the 
long dock at Fishkill Landing the road will pass over lands 
owned by Messrs. Ramsdell, Srett, Weller, Ramsey, Skid- 
more and others. From Mr. Ramsdell alone the eompany 
has purchased about 45 acres of land and the right of way 
over his property, that is situated between the depot lands 
at Fishkill Landing and the junction with the Newburg, 
Dutchess & Connecticut at Wicopee. Pile drivers and 
other machines are now at work on the new pier, the north 
line of which will be about 200 feet south of the 
Fishkill Landing long wharf. This new pier will run out 
into the river about 1,500 feet and to the edge of the channel. 
Long lines of piles have already been driven for it. The 
shore end of the wharf will be 800 feet wide, and at the 
end of the first 1,000 feet the width will be 400 feet. From 
the end of this first 1,000 feet there will be run out 500 feet 
further two small piers, each of 60 feet width. The ferry slip 
will be built at the extreme wes‘ern end, and the large ferry 
boat Maryland will ply between the pier and this city. Alto- 
gether about 10 acres of land will be made by filling in, and 
it is expected the depots of the road will be erected upon it. 
The material for filling in will be taken from the bottom of 
the river by dredging on the flats some distance south of the 
new wharf, but not immediately alongside of it, as Mr. 
Ramsdell, who sold this property to the company, reserved 
that portion, and does not wish it dredged out. To convey the 
mud from the place where it is dredged to the new pier a tempo- 
rary railway is being constructed across the reserved space 
by driving piles. homas Potter, of New Jersey, has the 
contract for dredging and filling in. The depth of the mud 
at the Point is said to be very great, as piles driven down 
nearly 40 feet do not strike hard bottom. The ferry slip for 
this road on this side of the river will be located just south 
of Homer Ramsdell’s large forwarding establishment, which 
is between First and Carpenter streets. lt is said that this 
ferry will not carry local passengers or freight, or interfere 
in any way with the franchises of the Newburg & Fishkill 
ferry, which is owned by Mr. Ramsdell The big boat—the 
Maryland—is reported to be able to carry at one time 14 
ears, or from 500 to 700 cars per day. The connections are 
to be made on this side of the river with the New York, 
Lake Erie & Western Railroad, which company will furnish 
all the yard room for cars and depot facilities here, while 
the New York & New England furnish them at their 
western terminus on the east side of the river. Through 
tickets for the West will be sold at Boston and other 
eastern points, and vo change of cars will be neces- 
sary at this point. The difficulty occasioned during some 
severe winters in crossing the Hudson here will be avoided, 
it is believed, by the running of two boats, each of which 
can help the other. The boat of the Newburg & Fishkill 
ferry is able at times to do it alone. Should the Erie’s lower 
yard not be able to accommodate the cars their switch room 
at Dickson’s, one mile from the river, will be utilized. It is 
expected, inasmuch as the work of building the pier is 
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progressing fast, that the road will be in running order 
to this city in three or four months. It will be of at 
advantage to the New England cities, to which points coal and 
freight will be transported without breaking bulk. Thou- 
sands and thousands of tons of coal reach fide-water here 
every season from the Pennsylvania mines, and for the past 
two or three years a considerable portion of it has found its 
way east over the Newburg, Dutchess & Connecticut Rail- 
road and its connections, by means of cars crossing the river 
on floats towed by tugs. This route will be much shorter 
for New Englanders than any other, and when a large ferry 
can be established so that no delay wiil be occasioned in the 
transfer of trains the business is expected to swell to far 
greater proportions.” 


New York, Lackawanna & Western.—This com- 
pany has now filed maps of its proposed road in all the 
counties on the line. The last map filed is in Erie County, 
showing the entrance into Buffalo, with a branch to the In- 
ternational Bridge. 


New York, Pennsylvania & Ohio.—The new branch 
from Sharon, Pa., southeast to Middlesex, about six 
miles, has been completed and opened for business. Work 
on this branch was begun last September. Its object is to 
secure business from the extensive rolling mills and furnaces 
at Middlesex. 


Northern Pacific.—Track on the Pend d’Oreille Divis- 
ion is now laid to Ritzville, Wash. Ter., which is 85 miles 
north by east from the starting point on the Columbia 
River at Ainsworth. 

It is announced that a compromise has been finally con- 
cluded and signed by which the Villard party receives an 
immediate representation in the board, and the company 
will be brought into close and harmonious relations with the 
Oregon Railway and Navigation Company. All litigation 
over the issue of common stock is ended and all the suits 
begun by the Villard party are tobe withdrawn. It is ex- 
pected that President Billings will retire next fall on the 
ground of failing health. 

Ohio & Mississippi.—Receiver King’s report to the 
Court for April is as follows: 

Balance, April 1 $15 
GOGH UE BOODE BE BOUTOEB. 6... ose sinc scacesnesecees 562, 











Total.... 
Disbursements.... 


.. .. $720,815.45 
> 






Balance, May 1...... .2e 
The disbursements were $79,646.53 in excess of the receipts 
for the month. 


Oregon & California.—By the agreement lately rati- 
fied between the syndicate and the German bondholders, the 
bondholders agree to exchange their bonds for preferred 
stock equal in amount to the face of the bonds and common 
stock to the amount of 50 per cent. of the face of the bonds, 
the common stock representing the unpaid coupons. The 
syndicate agrees to take an issue of $6,000,000 new general 
mortgage bonds at par, being $20,000 per mile of completed 
road, 200 miles of the original Oregon & California and 
100 miles of the former Oregon Central. Of these bonds 
$2,000,000 are to be taken at once, and the proceeds used to 
pay off all prior liens; the other $4,000,000 will be taken as 
required to build the extension from Roseburg, Or., to the 
California line, which will be begun at once. 


Peachbottom.—The United States Circuit Court has 
granted the petition of the bondholders and appointed a re- 
ceiver for the Middle Division, from York, Pa., to Delta. 
The Eastern Division will continue in possession of ths com 
pany. 


Pemigewasset Valley.—This company has been fu'ly 
organized under a charter granted by the New Hampshire 
Legislature. The road which the company purposes build- 
ing is from Plymouth, N. H., on the Boston, Concord & 
Montreal road, northward up the Pemigewasset River to 
the Profile House in the White Mountains, a distance of 
about 30 miles, with a branch of seven or eight miles up the 
East Branch. It is intended for summer travel and for 
carrying lumber. 


Peninsula of Florida.—Track on this road has reached 
Ocala, Fla., and the road will be opened for business to that 
point ina few days. The new terminus is 28 miles south- 
ward from the late terminus at Lochloosa, and 48: miles 
from the junction with the Atlantic, Gulf & West India 
Transit road at Waldo. 

Pennsylvania.—This company’s statement for April 
shows for all lines east of Pittsburgh and Erie, as compared 
with April, 1880 : 

An increase in gross earnings of (7.8 per cent.)........... $272,006 
An increase in expenses of (5.6 per cent.).......... s+. 111,778 





Net increase (10.7 per cent.)..... ...ccscsccccsccede $160,228 

For the four months ending April 30, as compared with 
the corresponding period in 1880, the same lines show : 

An increase in gross earnings of (8.6 per cent.)......... $1,094,827 

An increase in expenses of (10.9 per cent.)............. 880,134 






Net increase (3:8 per Cent.)..... cccsccoccecnrcvecs 

All lines west of Pittsburgh and Erie for the four months 
of 1881 show a surplus over liabilities of $1,463,701, being a 
gain, as compared with the same period in 1880, of $146,524. 


Philadelphia & Reading.—The statement for April 
and the five months of the fiscal year from Dec. 1 to April 
30 is in a different form from those of previous months and 
gives the following figures : 


—-——April.—_—_— Year. 

Railroad Co.: Receipts. _ Profits. Profits. 
Batiroad traffic........2.. sss $1.389,127 $532,251 $2,731,758 
TN re 48,022 9,951 *49,462 
SD II. ovens cvccssvactvnns 42,447 364 92,819 
Richmond barges 5,268 *1,157 *94 








Total..............+0+-.-. $1,484,864 $541,470 $2,774,521 
8 eer rer ee 644,161 3,004,136 
Coal & Iron Co., 1881... ........ 897,641 38,628 248,855 

: 59 ee ee 28,953 *175.834 

Total, both Cos.,.1881 . 2,382,405 980,038 3,023,376 

“ “s = PON ocsar ac ceeun 673,115 2,828,302 


* Loss. 

Expenses do not include rentals or interest, the profit 
above given being the amount applicable to stch purposes. 

The tratfic for the month and five months was as follows 
on the railroad: 















——-April.-——. —~———-Year.—_-—— 

Traffic: 1881 1880. 1881. 1880. 
Passengers carried........845,604 786,687 3,750,437 3,609,422 
Tons merchandise.........532,177 531,375 2,355,589 2,452,081 
Tons coal..................576,081 637,344 2,759,581 2,681,670 
Tons coal on colliers...... 43,245 50,053 200,976 217,648 

Tons coal mined: 

By Coal & Iron Co......... 253,346 318,726 1,203,840 1,295,442 
ge eee 119,427 100,806 538,956 430,187 
oer ree 872,773 419,532 1,742,796 1,725,629 
The Pennsylvania Supreme Court at ———t, May 23, 
affirmed the judgment of the Court of Common Pleas, that 





the Reading Railroad stockholders’ meeting of March 14 
was a iastdieetion, and that Mr. Frank 8. Bond and his 
associates are therefore the duly chosen President and 
managers of that company. The opinion of the majority of 
the Court was read by Judge Mercur, and was concurred in 
by Judges Paxson, Gordon and Green. The dissenting 
opinion read by Judge Trunkey was concurred in by Chief 
Justice Sharsw6dod and Judge Sterrett. 

The majority held that the meeting of March 14 being the 
yearly meeting, according to the charter it was not required 
that a majority of the stockholders should vote, to constitute 
a quorum. The dissenting opinion held that the yearly 
meeting not having been held on the proper day, failed, and 
that the meeting in question was really a special meeting. 
Ph Gowen will ask the Cuurt to permit a reargument of 

e case. 


Richmond & Allegheny.—Notice is given of a meet- 
ing of the stockholders of this company, to vote on an agree- 
ment of consolidation with the Ohio Central Company. The 
two roads are separated by a gap of 275 miles, which is to 
be filled by a West Virginia company, known as the Atlantic 
rod oc" gma which is included in the agreement of con- 
solidation. 


St. Paul & Duluth.—At the annual meeting next month 
a proposition is to be submitted to the stockholders for the 
issue of $1,000,000 bonds secured by mortgage, the proceeds 
to be used to pay off the floating debt and for improvements 
of the road. The company has now no bonded debt. 


Santa Fe Canal.—Steamers now run through this 
Florida canal from Waldo to all points on Lake Santa Fe. 


Securities on the New York Stock Exchange.—The 
following securities have been placed on the lists at the New 
York Stock Exchange: 

Chicago, Milwaukee & St. Paul.—Chicago & Pacific 
Western Division 5 per cent. bonds, $4,200,000, 

Chicago, St. Paul, Minneapolis & Omaha.—Additional 
consolidated mortgage bonds, $3,392,000—Nos. 15,801 to 
18,692, inclusive. 

International & Great Northern.—As many of the second- 
mortgage income bonds ($5,524,000) as may be stamped 
‘fasseuted” to proposed exchange for second-mortgage 6 per 
cent. bonds. 

Milwaukee, Lake Shore & Western.—First-mortgage 
bonds, $3,000,000 ; income bonds, $500,000. 

Minneapolis & St. Louis.—Income mortgage bonds, 
$500,000. 

Missouri Pacific.--Third mortgage bonds, $4,500,000. 

Norfolk d& Western.—Common stock, #3,000,000; pre- 
ferred stock, $15,000,000; general mortgage bonds, $11,- 
000,000, 

Northern Pacific.—General mortgage, land grant, sinking 
fund bonds in place of bond certificates now out. 

Pennsylvania Company.—First mortgage guaranteed 41; 
per cent. bonds, $10,000,060, 

St. Louis, Alton & Terre Haute.—Dividend bonds issued 
for arrears on preferred stock, $1,357,000, 

St. Louis, Iron Mountain & Southern.—General consoli- 
dated bonds, $32,036,000. 


Southern Pacific.—Tbe track of this road has reached 
El Paso, Tex., and regular trains are now running to that 
point. El Paso is 88.2 miles from Deming, the junction with 
the Atchison, Topeka & Santa Fe, 554.8 miles from Yuma, 
and 1,285.7 miles from San Francisco. This line of 1,286 
miles from San Francisco to Yuma is now the longest con- 
tinuous line in this country operated by one company. 

Work is not to stop at El Paso. The company will at once 
begin the work of construction from El Paso down the Rio 
Grande to Ft. Quitman, about 140 miles, where it is ex- 
vected that the Texas & Pacific track will be met. Just 

elow Ft. Quitman the line will leave the Rio Grande, cut- 
ting across the great southward bend of that river and meet- 
ing it again at the northern bend, some 80 miles west of the 
moutb of the Pecos. Thence the road will follow the river 
until it meets the Galveston, Harrisburg & San Antonio ex- 
tension, which will probably be at a point about 350 miles 
from El Paso, and 175 from San Antonio. 

Surveys are made and work will soon be begun on a short 
extension of the Wilmington Division (which connects Los 
Angelos with its , Wilmington) to deep water at the 
breakwater which forms the harbor. Thisextension, witha 
wharf which the company will build, will save the expense 
of lighterage and make direct transfer between ship and 
car possible. 

Surveys are to be made for a branch from Yuma down 
the Colorado to Point Isabel, at the head of the Guif of 
California. 


Spartanburg, Union & Columbia.—The lease of this 
road to the Columbia & Greenville Company has beén com- 
pleted and signed. The lease is for 99 years, at a fixed 
yearly rental of $50,000. 


State University.—Iron has been procured for this 


road, and the work of tracklaying will soon be begun. The 
road will be about 10 miles long, ani wili be a branch of 


the North Carolina Railroad, extending from that road to 
Chapel Hill, where the University of North Carolina is sit- 
uated. 


Syracuse, Binghamton & New York.—tThe stock- 
holders have voted to increase the stock to $2,500,000. By 
the last report it was $2,004,000. 


Terre Haute & Mississippi.—This company has been 
organized to build a railroad from the Illinois state line near 
Terre Haute, Ind., across the state to a point on the east 
bank of the Mississippi. The office is in Mattoon, Ill., and 
the capital stock is to be $3,000,000. 


Texas & St. Louis.—This company has contracted for 
10,000 tons of English steel rails for its proposed extension 
from Texarkana to Cairo. The price is equivalent to $61.50 
per ton, and the rails are to be delivered at the rate of 2,000 
tons per month. 


Tuscola, Charleston & Vincennes.—This road now 
has track laid from Charleston, Ill., northward to Oakland, 
15.2 miles. It is a narrow-gauge road. 


Utah & Northern.—Track is now laid to Camp Creek, 
Montana, 20 miles north of the late terminus at Dillon, and 
368 miles from Ogden, Utah. The operating terminus will 
soun be removed to Camp Creek. 


Utah Southern Extension.—Surveys are being made 
for an extension from Milford, Utah, southward to Iron 
Springs, the object being to reach the large deposits of iron 
ore near that place. 


Wheeling, Parkersburg & Charleston.—Surveys 
are in progress for this road down the Ohio River from 
Wheeling, W. Va., to Parkersburg, and thence to Charles 
ton, on the Kanawha, about 180 milesin all. Ata meeting , 
held last week it was reported that a syndicate, represented 
by Senator Camden, of West Virginia, was ready to under- 
take the construction of the road, provided the local stock- 
holders would complete the survey and provide the right of 
way. 











